
 

    

 

 

 
 

 

 

 

Chapter 6: Effects during Construction of the Project 

Chapter 6: Effects during Construction of 
the Project 

This chapter discusses how construction of the Preferred Alternative and SDEIS 
options would affect the natural and built environment in the project area. The No 
Build Alternative is not discussed in this chapter because it would not involve any 
construction and would not have construction effects. The Preferred Alternative 
and SDEIS options are compared to the extent that their construction methods, 
timing, and/or effects differ from one another. 

Specific construction activities would affect portions of the SR 520 project area 
for varying amounts of time. All of the construction effects would be temporary, 
lasting less than 5 years, although some would last for several years. Areas 
outside the SR 520 right-of-way would be restored to their original condition as 
soon as possible after construction. 
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6.1 Transportation 

6.1 Transportation 

Construction of the project, including demolition of structures and use of 
some areas for contractor staging, would require adjustments to the existing 
lanes and intersections on roadways. Construction equipment and activities 
would occupy a portion of the transportation right-of-way and construction 
truck traffic would be present on the roadways. These could affect the 
capacity of the roadway and pose distractions to drivers. During off-peak 
traffic periods, some travelers would encounter lane closures. Some local 
street delays can be expected during reconstruction of the Montlake 
Boulevard East bridge over SR 520, but during most of the construction 
period, congestion is expected to be similar to existing conditions due to 
temporary roadway improvements.  

The most substantial construction effects would be related to closure of the 
Lake Washington Boulevard ramps to and from SR 520. When the ramps 
are closed, more traffic would travel through the Montlake/SR 520 
interchange. There is limited transportation right-of-way available in the 
Montlake interchange area for construction activities to take place, and 
existing transportation conditions are congested. WSDOT would make 
improvements along Montlake Boulevard during construction to 
accommodate the temporarily increased activity and traffic. 

How were construction effects evaluated for the 
project? 

WSDOT analyzed transportation conditions with the presence of 
construction activities and the resulting travel constraints in the project 
area. Analysts evaluated the effects of traffic revisions that would change 
the way people access SR 520 and travel through the project area on the 
local streets. WSDOT performed traffic operations analyses for various 
construction scenarios that would be likely to exist at different times during 
construction, and performed intersection level of service (LOS) analysis to 
evaluate peak-hour operations on the local streets. WSDOT also conducted 
a simulation analysis to estimate changes in travel time for transit along 
Montlake Boulevard and a highway capacity analysis to estimate changes in 
LOS on SR 520 during construction. WSDOT used existing traffic volumes 
for the analysis without assuming a potential reduction in general-purpose 
traffic demand that could result from tolling during construction. In 
addition to the traffic operations analysis, the team identified changes to 
nonmotorized access, transit access, and parking facilities that would be 
likely to occur during construction of the project. 

Most of the transportation conditions during construction would be similar 
under the Preferred Alternative and SDEIS options A, K, and L. Options 
K and L would have additional unique effects due to construction of the 
tunnel under the Montlake Cut, the single-point urban interchange, and the 
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6.1 Transportation 

intersection of NE Pacific Street and Montlake Boulevard NE. The 
following sections describe the common construction effects, followed by 
the unique effects of Options K and L, where applicable. 

How would construction affect traffic operations? 

Traffic operations would be most affected by the changes in the 
configuration of roadway lanes and intersections, which would be required 
in the Montlake interchange area as construction progresses. The changes 
would be similar under the Preferred Alternative and SDEIS options A, K, 
and L. When the Lake Washington Boulevard ramps are closed, more 
traffic would go through the Montlake interchange, resulting in some 
changes in local street traffic operations. Temporary roadway capacity 
improvements during construction would allow traffic conditions to remain 
similar to existing conditions throughout most of the construction period. 
However, increased traffic from Lake Washington Boulevard, in 
combination with the presence of construction activities along Montlake 
Boulevard, is expected to increase delay at the Montlake interchange during 
three periods of construction; this is described in more detail below.  

Road Closures and Traffic Volumes 

Throughout construction, there would be intermittent short-term lane 
closures along ramps, local streets, and the highway. These closures would 
be limited to nights and weekends when traffic volumes are lowest. Lane 
closures are not expected to substantially affect traffic operations during 
off-peak travel times. However, travelers can expect intermittent delays and, 
during isolated construction activities, some travelers would need to use 
alternate routes to reach their destinations. WSDOT would notify the 
public of all times when travel through the project area could be disrupted. 

Traffic patterns on local streets would change periodically as the stages of 
construction progress, particularly in the Montlake interchange area. The 
major construction stages that affect traffic would last for approximately 1 
to 2 years each and result in completion of major project elements in 
designated areas. After each stage, construction activities would move to 
new areas. The configurations of roadways, ramps, and intersections would 
be adjusted before each stage to allow space for workers and equipment. 
These adjustments would increase traffic volumes on some roadway 
segments, and decrease it on others. 

Table 6.1-1 shows the expected traffic volumes at several locations in the 
Montlake interchange area during construction of the Preferred Alternative, 
and Options A, K, and L. Traffic volumes at other locations are not 
expected to change substantially. The most substantial changes in traffic 
volumes would occur when the Lake Washington Boulevard ramps are 
closed beginning in year 3. Before the north side of the west approach 
bridge can be constructed, the westbound off-ramp to Lake Washington 
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6.1 Transportation 

Boulevard must be closed and removed to make room for new 
construction. Later, the eastbound on-ramp would be closed to allow the 
south side of the west approach bridge to be constructed. 

Table 6.1-1. Expected Traffic Volumes during Construction (AM and PM peak hours) 

Existing & 
Years 1-2 Years 3-4 Years 5-6 Year 7 

Location 
AM 

Peak 
PM 

Peak 
AM 

Peak 
PM 

Peak 
AM 

Peak 
PM 

Peak 
AM 

Peak 
PM 

Peak 

Eastbound Montlake 
Boulevard On-ramp 

840 890 840 890 1,470 1,240 0 0 

Eastbound Lake Washington 
Boulevard On-ramp 

630 350 630 350 0 0 0 0 

Westbound Lake 
Washington Boulevard 
Off-ramp 

340 440 0 0 0 0 0 0 

Westbound Montlake 
Boulevard Off-ramp, East of 
24th Avenue East 

670 730 1,010 1,170 1,010 1,170 2,480 2,410 

Westbound Montlake 
Off-ramp, East of Montlake 
Boulevard East 

670 730 1,010 1170 670 730 1,640 1,680 

Montlake Boulevard East, 
North of SR 520 

4,140 5,070 4,140 5,070 4,140 5,070 4,140 5,070 

Montlake Boulevard East, 
North of Lake Washington 
Boulevard 

3,350 3,830 3,690 4,270 3,350 3,830 3,340 3,400 

Montlake Boulevard East, 
South of Roanoke Street 

1,850 2,000 1,850 2,000 2,010 2,070 2,010 2,070 

Lake Washington Boulevard, 
East of Montlake Boulevard 
East 

760 840 960 1,060 1,230 1,120 730 830 

Lake Washington Boulevard, 
East of 24th Avenue East 

760 840 960 1,060 1,430 1,340 1,430 1,340 

Lake Washington Boulevard, 
South of SR 520 Ramps 

1,590 1,400 1,590 1,400 1,430 1,340 1,430 1,340 

When the ramps are closed, traffic that currently uses them would transition 
to using the Montlake interchange, which would be the permanent location 
for access to and from SR 520 in the Montlake vicinity. Drivers who 
currently use the Lake Washington Boulevard ramps would reach the 
Montlake interchange via Lake Washington Boulevard or 24th Avenue East 
(Exhibit 6.1-1). 
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6.1 Transportation 

WSDOT would make several capacity improvements to the intersections 
on Montlake Boulevard before closing the Lake Washington Boulevard 
ramps. The improvements would accommodate the expected increases in 
traffic volumes and minimize substantial delays that otherwise would occur 
on Montlake Boulevard at SR 520. These improvements would help offset 
the effects of the Lake Washington Boulevard ramp closure. The proposed 
changes in the Montlake area include the following: 

�’� Add capacity on the westbound off-ramp at Montlake by providing two 
dedicated turn lanes. In addition, a signal would be added to the 
intersection of the Montlake Boulevard/SR 520 westbound ramp. 

�’� Add capacity on Montlake Boulevard across SR 520 to provide two 
northbound through lanes, three southbound through lanes, and 
southbound right-turn and left-turn lanes. 

�’� Include dual northbound left-turn lanes from East Montlake Place East 
to the SR 520 eastbound on-ramp. 

�’� Add an additional general-purpose lane on the SR 520 eastbound on-
ramp at Montlake Boulevard. 
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6.1 Transportation 

�’� Add a westbound lane on Lake Washington Boulevard at the 
intersection with Montlake Boulevard. 

�’ Relocate the transit stops on Montlake Boulevard at SR 520. 

In addition to the Lake Washington Boulevard ramps, there would be one 
long-term, road closure common to construction of the Preferred 
Alternative and Options A, K, and L (Exhibit 6.1-2). The 24th Avenue East 
bridge across SR 520 north of Lake Washington Boulevard would be closed 
to all traffic for approximately 1 year while the bridge is demolished and 
reconstructed. The 24th Avenue East bridge provides access to the 
Museum of History and Industry (MOHAI), East Montlake Park, and 
McCurdy Park. The MOHAI facility would be moved prior to demolition 
of the bridge. A potential temporary alternative access to parking at East 
Montlake Park could be provided. Temporary closure of the 24th Avenue 
East bridge would not substantially affect traffic operations. When the new 
bridge is opened in conjunction with the new westbound off-ramp, it will 
alleviate some traffic congestion on Montlake Boulevard East. Drivers 
exiting from westbound SR 520 will be able to turn left on 24th Avenue 
East to access Lake Washington Boulevard or East Montlake Place East 
and travel south, without going through the Montlake interchange. 

One notable revision to construction plans since publication of the SDEIS 
is that the Delmar Drive East bridge would no longer be closed during 
construction. In the SDEIS, the existing Delmar Drive East bridge over 
SR 520 was assumed to be closed for approximately 12 months under all 
options to accommodate construction on SR 520, and on the 10th Avenue 
East and Delmar Drive East lid. This closure would have required traffic to 
detour on other local and residential streets, increasing travel times for all 
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6.1 Transportation 

vehicles and nonmotorized travelers. The Delmar Drive East bridge closure 
would not be required for the Preferred Alternative or the SDEIS options. 

Closure Unique to Options K and L 

Options K and L would require one closure that is not needed for the 
Preferred Alternative or Option A. A portion of NE Pacific Street, just west 
of Montlake Boulevard in front of the University of Washington (UW) 
Medical Center, would be closed for up to 12 months to allow for lowering 
of the Montlake Boulevard/Pacific Street intersection. During this closure, 
traffic from NE Pacific Street would be detoured onto NE Pacific Place. 
Several widening improvements would be made to NE Pacific Place and its 
intersection with Montlake Boulevard to accommodate the additional traffic 
and turning vehicles (Exhibit 6.1-3). These improvements would include 
temporary widening of Montlake Boulevard NE and temporary widening of 
NE Pacific Place. New right- and left-turn pockets would be added to the 
Montlake Boulevard NE/NE Pacific Place intersection to accommodate 
turning vehicles. A westbound left-turn pocket from NE Pacific Place to 
the UW Medical Center would also be added for emergency vehicles and 
hospital visitors. 

Local Streets 

WSDOT evaluated the local street traffic conditions that would be likely 
during construction. Due to the variations in volumes described above, 
traffic operations would also vary during the construction timeline at some 
locations. The results of the traffic operations analysis for affected 
intersections are shown in Table 6.1-2, in terms of LOS. The results are 
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6.1 Transportation 

grouped by periods of time when construction activities and traffic 
operations are expected to be relatively consistent. As with all major 
projects, the conditions associated with construction could change. This 
could result in somewhat different timing of effects, but the magnitude and 
duration of effects at specific locations should not change substantially. 

Table 6.1-2. Traffic Conditions in the Montlake Area during Construction 

Existing & Years 1-2 Years 3-4 Years 5-6 Year 6 Year 7 
Intersection LOS LOS LOS LOS LOS 

AM Peak Hour 

Montlake Boulevard and East B B B B B 
Roanoke Street 

Montlake Boulevard and Lake E E E F C 
Washington Boulevard/Eastbound 
SR 520 Ramps 

Montlake Boulevard and SR 520 B C A A B 
westbound Ramps 

Montlake Boulevard and East A A A A A 
Hamlin Street 

Montlake Boulevard and East B B B B C 
Shelby Street 

24th Avenue East and East Lake N/A N/A B B B 
Washington Boulevard 

24th Avenue East and SR 520 N/A N/A N/A A C 
westbound Off-Ramp 

PM Peak Hour 

Montlake Boulevard and East B B A A B 
Roanoke Street 

Montlake Boulevard and Lake E E D E D 
Washington Boulevard/EB SR 520 
Ramps 

Montlake Boulevard and SR 520 B C A A B 
Westbound Ramps 

Montlake Boulevard and East A A A A A 
Hamlin Street 

Montlake Boulevard and East D D D D D 
Shelby Street 

24th Avenue East and East Lake N/A N/A B B B 
Washington Boulevard 

24th Avenue East and SR 520 N/A N/A N/A A C 
westbound Off-Ramp 

N/A = not applicable 
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6.1 Transportation 

The construction activities affecting local street operations are planned to 
begin in the third year of construction, so traffic operations during the first 
2 years of construction would be the same as existing conditions. 

The results in Table 6.1-2 show that most intersections would function 
similarly to existing conditions, and better in some cases because the 
temporary intersection improvements would be included. Delay would 
increase at three locations: Montlake Boulevard East/SR 520 westbound 
ramps and Montlake Boulevard East/Lake Washington Boulevard/ 
Eastbound SR 520 ramps and Montlake Boulevard East/East Shelby Street. 
The increased delay at these three locations would not happen at the same 
time. 

The moderate increase in delay at the Montlake Boulevard East/SR 520 
westbound ramps is indicated by the change from LOS B to C during years 
three and four. The westbound Lake Washington Boulevard off-ramp 
would be closed in the third year of construction, and traffic that previously 
used the ramp would exit at Montlake Boulevard. A traffic signal would be 
provided to allow left turns onto southbound Montlake Boulevard. The 
additional left-turning traffic from the off-ramp would mean that traffic on 
Montlake Boulevard would need to make a stop that is not required under 
the existing conditions. The delay at this location would be alleviated when 
the 24th Avenue East bridge is opened in year 5. 

Increased delay is also expected at the intersection of Montlake Boulevard 
East/Lake Washington Boulevard/Eastbound SR 520 ramps due to 
reconstruction of the Montlake Boulevard bridge. This is indicated by the 
change from LOS E to F during the AM peak in year 6 of construction. 
Montlake Boulevard East would be shifted east onto a portion of the new 
lid while the bridge is demolished and rebuilt. Due to the area occupied by 
construction, temporary capacity improvements on Montlake Boulevard 
would be limited. The traffic destined for the eastbound on-ramp from 
northbound Montlake Place East and from Lake Washington Boulevard 
would require through traffic on Montlake Boulevard to stop for a longer 
time than they currently do, resulting in an overall increased delay for 
vehicles traveling through this intersection during year 6. 

A moderate increase in delay is expected at a third location during the last 
year of construction. The intersection of Montlake Boulevard and East 
Shelby Street is expected to change from LOS B to C during the morning 
peak. During that time, the loop ramp from Montlake Boulevard to 
eastbound SR 520 would be closed. Instead of using the loop ramp, 
vehicles on southbound Montlake Boulevard would make a left turn to 
access the temporary on-ramp. This change of traffic pattern would result 
in a slightly increased delay, but would not substantially affect overall traffic 
operations. 

KEY POINT 

Road Closures and Detours 

The Preferred Alternative and the SDEIS 
options would close the Lake Washington 
Boulevard ramps for a period of time during 
construction. Traffic from Lake Washington 
Boulevard would be detoured to the ramps 
at Montlake Boulevard. 

Options K and L would close NE Pacific 
Street for 9 to 12 months. Detour traffic 
would use the Montlake Boulevard NE/NE 
Pacific Place intersection to make any 
turning movements. 

For Options K and L, temporary access for 
emergency vehicles to the UW Medical 
Center may be provided from Montlake 
Boulevard along an existing paved 
pedestrian trail that runs along the south 
side of the medical center. 
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6.1 Transportation 

Local Street Effects Unique to Options K and L 

The transportation effects of construction under Options K and L would 
be similar to those of the Preferred Alternative and Option A near I-5, the 
10th Avenue East and Delmar Drive lid, and the SR 520/Montlake 
interchange. However, reconstruction of the Montlake Boulevard NE/NE 
Pacific Street intersection under Options K and L would have much greater 
adverse effects on traffic operations and transit facilities, particularly near 
the Montlake Triangle. The effects would result from the road closure and 
traffic shifts that would be required to modify the Montlake Boulevard 
NE/NE Pacific Street intersection, as well as the amount of truck traffic 
required for construction of the new interchange. 

The closure of NE Pacific Street would increase vehicle delays substantially 
at the intersection of NE Pacific Place/Montlake Boulevard NE. This 
intersection would operate at LOS F during the morning and afternoon 
peak hours, and long queues would form on eastbound NE Pacific Place. 
Much of the delay would be experienced by vehicles traveling to and from 
NE Pacific Street and Montlake Boulevard NE. Table 6.1-3 shows existing 
peak-hour intersection traffic conditions in the area of NE Pacific Street 
and the estimated conditions during construction under Options K and L. 

Table 6.1-3. Traffic Conditions in the Montlake Boulevard/Pacific Street 
Area during Construction of Options K and L 

Intersection 
Existing 

LOS 
Year 1 
LOS 

Years 2-3 
LOS 

Years 4-5 
LOS 

AM Peak Hour 

Montlake Boulevard/ 
NE Pacific Street 

C B B A 

Montlake Boulevard/ 
NE Pacific Place 

A B B F 

NE Pacific Street/ 
NE Pacific Place 

B B B C 

PM Peak Hour 

Montlake Boulevard/ 
NE Pacific Street 

D D C A 

Montlake Boulevard/ 
NE Pacific Place 

C C C F 

NE Pacific Street/ 
NE Pacific Place 

C C C B 

Note: Adding the suboptions to Option K or L would not change the traffic conditions 
listed in this table. 

Because this is a heavily used transit route, many transit users would be 
affected. Sound Transit is constructing a station for the University 
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6.1 Transportation 

Link light rail system at the UW’s Husky Stadium, just east of the 
intersection of Montlake Boulevard NE and NE Pacific Street. Although 
most major construction activities at the UW station would be complete 
prior to the closure, vehicles accessing the station would also experience the 
delays described above.  

Freeways 

Traffic conditions on the freeways would remain similar to existing 
conditions during the most congested times of the day. Intermittent delays 
could be expected due to isolated construction events, but activities that 
close lanes on the highway would not be allowed during the daytime. When 
the Lake Washington Boulevard ramps are closed and when other ramps 
are shifted temporarily, the locations of existing congestion on SR 520 
would change, while overall delay would remain much like it is today.  

How would construction haul routes affect traffic? 

As discussed in Chapter 3, local jurisdictions can limit the use of nonarterial �
streets for truck traffic; therefore, efforts were made to identify designated �
arterial streets for potential use as haul routes. Final haul routes will be �
identified by the contractor(s) in cooperation with local jurisdictions, and all �
necessary permits will be obtained as required by law. Most of the haul �
routes would be common to the Preferred Alternative and Options A, K, �
and L. Additional potential haul routes are identified for SDEIS Options K �
and L due to the greater excavation and construction needed for the new �
single-point urban interchange. For the SDEIS options and analysis, some �
nonarterial residential streets were assumed to be affected by haul truck �
traffic during construction of nearby facilities. Two of these streets are no� 
longer assumed to be used during construction of the Preferred Alternative �
and the SDEIS options, based on refinements to construction plans. East �
Miller Street and 11th Avenue East would not experience construction �
truck traffic because the SR 520 crossing on Delmar Drive East would be �
kept open throughout construction. Two nonarterial residential streets, East �
Shelby Street and East Hamlin Street, could be affected by construction of� 
the new interchange under Options K and L, as was previously described in �
the SDEIS.� 

Most of the construction truck trips on local streets would use �
Montlake Boulevard to access SR 520. Other arterials would be affected, �
but the estimated number of truck trips along these arterials would be� 
relatively low compared to overall arterial volumes, as described below. �

To minimize truck traffic on Montlake Boulevard, a construction access� 
ramp is planned directly into the construction zone from the SR 520 �
westbound Montlake off-ramp. Outbound trucks could also re-enter the �
westbound Montlake off-ramp near the intersection with Montlake �
Boulevard. These trucks could go either straight to access the SR 520 �
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6.1 Transportation 

westbound on-ramp or turn left and travel to the SR 520 eastbound on-
ramp to reach their final destinations. 

Based on current construction schedules, excavation and tunneling of the 
UW light rail station is scheduled to be completed in 2013, and major 
construction elements, including pile-driving, completed by the end of 
2014. Haul traffic for construction of the UW station is expected to be 
completed before the end of 2015. The SR 520, I-5 to Medina project does 
not currently identify any active haul routes north of the SR 520/Montlake 
Boulevard interchange until 2016. However, some station construction may 
be ongoing at the time the Lake Washington Boulevard ramps are closed, 
and some Sound Transit construction traffic is expected through the 
interchange. The current construction schedules for the two projects show 
that there would not be concurrent haul route traffic on Montlake 
Boulevard NE between the SR 520 interchange and areas to the 
north. Coordination between WSDOT and Sound Transit has been initiated 
to minimize project conflicts and concurrent construction effects, and will 
continue throughout project construction. 

WSDOT updated some haul route assumptions based on comments 
received on the SDEIS and coordination with stakeholders. Some locations 
of potential truck traffic were revised or eliminated and road closures were 
revised. The analysis of construction truck effects was refined to more 
clearly depict the estimates of construction truck traffic at specific locations 
in the project vicinity. 

Revisions of the haul route assumptions include removal of routes through 
a portion of north Capitol Hill on East Miller Street and 11th Avenue East, 
and along Boyer Avenue East between East Lynn Street and 24th Avenue 
East. Construction trucks on East Montlake Place East are not expected to 
travel south of East Roanoke Street. Also in the north Capitol Hill area, 
closure of the Delmar Drive East bridge at SR 520 is no longer planned. 
The assumed locations of potential haul routes are shown in Exhibit 6.1-4. 
The staging areas that would require truck access via the haul routes are also 
shown on the exhibit. 

Some local arterial streets on the Eastside would need to be used on a 
limited basis during construction of the Evergreen Point Bridge and 
Eastside transition area. Most trucks would access the project site directly 
from the freeway via temporary construction entrances. During 
approximately the last 18 months of construction, direct truck access to 
eastbound SR 520 would be unavailable because of roadway construction 
east of the site. The SR 520, Eastside Transit and HOV project will need to 
close the access to complete construction of the roadway in that area. 
Trucks would still enter the work site directly from SR 520, but would need 
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6.1 Transportation 

to leave the site along local streets to return to SR 520. Most trucks would 
arrive loaded and leave the site unloaded. 

Average Daily Construction Trucks 

The estimates for average daily trucks represent the volume of construction 
trucks that could be expected to pass each location on a typical day when 
the haul route is in use. Volume is a traffic term that refers to the number 
of vehicles passing by a location on the road during a given amount of time. 

The volumes reported in this section reflect the sum of both travel 
directions. This means that one project truck would be counted once on the 
way to the site and once on its return trip away from the site. The typical 
day-to-day volumes would vary from the reported averages over the 
duration of the project depending on the types of construction activities in 
progress. On intermittent days of high activity, the construction truck 
volumes would be much higher than the typical daily average. This is 
referred to as peak construction, which is described separately below. 

The construction truck estimates in the SDEIS described the number of 
truck trips that would be generated by major construction elements of the 
project. The potential volumes at specific locations on the roadways were 
not shown in detail. Since publication of the SDEIS, WSDOT developed 
construction truck estimates for the Preferred Alternative and refined the 
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6.1 Transportation 

construction truck estimates to show the potential volumes at specific 
roadway locations in the project vicinity. The project truck estimates for 
Options A, K, and L are unchanged from the SDEIS. 

Local Streets 

The volumes of construction trucks on local streets are shown in 
Table 6.1-4 as a comparison of project truck traffic estimates to the existing 
truck traffic. The estimates are for construction activities that would be 
common to the Preferred Alternative and Options A, K, and L. Traffic 
studies typically describe truck volumes as a percentage of the total vehicle 
volumes. The percentages of trucks generated by the project are shown in 
comparison to the percentages for the existing conditions at each location. 
This shows how the project trucks would relate to the overall traffic 
conditions in the project vicinity. The volume of trucks on typical urban 
arterial streets is in the range of 2 to 3 percent of total vehicles, which is 
reflected in the data for most locations around the project. During typical 
construction days, the project would add trucks amounting to less than 
1 percent of total traffic at any location. 

Table 6.1-4. Estimated Daily Construction Truck Volumes, Common to Preferred Alternative and SDEIS Options 

Route Segments 

Existing 
Daily Vehicle 

Volume 

Existing 
Daily Trucks & 

Buses 
Existing % 

Trucks 
Project Average 

Daily Trucks 

Project 
Average % 

Trucks 

Boyer Avenue East, South of 
SR 520, and East Lynn Street 

5,700 125 2.2 15 0.3 

East Roanoke Street and Delmar 
Drive East 

6,000 130 2.2 25 0.4 

Harvard Avenue East, North of 
East Roanoke Street 

17,640 690 3.9 15 0.1 

Boylston Avenue East, South of 
East Roanoke Street 

13,700 340 2.5 25 0.2 

East Roanoke Street, West of 
Montlake Boulevard 

4,630 140 3.0 20 0.4 

Montlake Boulevard East, North of 
East Shelby Street 

57,350 1,410 2.5 10 < 0.1 

Montlake Boulevard East, North of 
Lake Washington Boulevard 

33,180 920 2.8 25 0.1 

Lake Washington Boulevard, East of 
Montlake Boulevard East 

7,230 90 1.2 30 0.4 

NE 24th Street, West of 84th 
Avenue NE 

3,500 70 2.0 20 0.6 

84th Avenue NE, at SR 520 7,790 220 2.8 2 < 0.1 

NE 28th Street, East of 84th Avenue 
NE 

4,390 60 1.4 5 0.1 

92nd Avenue NE, South of SR 520 5,000 90 1.8 20 0.4 
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6.1 Transportation 

Construction Truck Effects Unique to Options K and L 

The construction truck effects of Options K and L would be similar to the 
Preferred Alternative and Option A for many elements of the project. As 
described above, construction of the single-point urban interchange under 
both options, and the tunnel under option K, would require more 
earthwork and concrete construction. Both of these activities would require 
a high frequency of construction trucks, resulting in higher volumes under 
Options K and L, in addition to those required under the Preferred 
Alternative and Option A. The additional project average daily trucks under 
Options K and L are shown in Table 6.1-5, along with the haul route 
locations that would be affected. 

Table 6.1-5. Estimated Daily Construction Truck Volumes Unique to Options K and L 

Construction 
Element 

Project Average Daily 
Trucks 

Option K Option L Affected Haul Route Locations 

Single-point Urban Interchange 
at SR 520 (Options K and L only) 

50 13 East Shelby Street and East Hamlin Street, East of 
Montlake Boulevard 

Tunnel under Montlake Cut 
(Option K only) 17 N/A 

Montlake Boulevard East, North of Lake Washington 
Boulevard 

Lake Washington Boulevard, East of Montlake Boulevard 
East 

N/A = not applicable 

Regional Freeway System 

The number of construction tucks on the freeway system under the 
Preferred Alternative would be similar to what was assumed for Option A 
in the SDEIS. Options K and L had higher truck estimates than the 
Preferred Alternative and Option A because of the volumes of excavation 
and concrete required to build the single-point urban interchange. Option 
K would result in the most truck traffic due to additional excavation of the 
tunnel under the Montlake Cut. On freeways, the existing total vehicle 
volumes including trucks and buses are much greater than on arterial 
streets, so the relatively minor additional volume of project trucks would 
not have a substantial effect. Most construction trucks would travel during 
off-peak traffic conditions because road congestion results in delayed 
arrivals that would reduce construction productivity. 

The estimated volumes of construction trucks on freeways under the 
Preferred Alternative are shown in Table 6.1-6, alongside the existing total 
vehicles and existing trucks and buses. The estimates are shown for average 
construction days and peak construction days. Peak construction is 
discussed in more detail in the next section. The estimates for both are 
substantially less than the existing daily volumes of trucks and buses. 
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Existing Weekday Preferred Alternative Construction 

6.1 Transportation 

Table 6.1-6. Preferred Alternative Estimated Freeway Truck Volumes per Day 

Total Vehicles Trucks & Buses Average Daily Trucks Peak Daily Trucks 

SR 520, Portage Bay 104,100 4,100 60 350 

SR 520, Lake Washington 115,000 4,400 60 350 

SR 520, Medina 115,000 4,400 110 590 

SR 520, 108th Avenue NE 113,300 4,400 120 590 

I-5, North Seattle 216,600 21,700 50 340 

I-5, Downtown Seattle 247,800 24,800 50 340 

I-405, Kirkland 193,300 7,700 50 240 

I-405, Bellevue 206,200 8,300 50 240

 Most of the construction trucks would reach the project area from the west 
via I-5, particularly for activities on the west side of Lake Washington. For 
the floating bridge and Eastside transition area, most trucks would arrive 
from the east. Of the total project trucks, approximately 75 to 85 percent 
would travel on SR 520 to reach the work sites. About 65 percent would 
travel on I-5, and 30 percent would use the I-405 corridor. The existing 
volumes of trucks and buses amount to about 4 percent of total daily 
vehicles on SR 520 and I-405, and about 10 percent of total daily vehicles 
on I-5. On average construction days, the trucks added to freeways by the 
project would be negligible at all locations. Haul routes and truck traffic 
resulting from project construction are not expected to affect I-90. For 
comparison, Table 6.1-7 shows the estimates of peak construction trucks 
on the freeways under Options A, K, and L. 

Peak Construction Trucks 

Under the Preferred Alternative and Options A, K, and L, some 
construction activities such as concrete placement would require much 
more frequent arrivals of trucks than what would be observed on typical 

Table 6.1-7. Summary of Truck Estimates for Options A, K, and L 

Regional 
Freeway 

SR 520 

Estimated Number of Peak Construction Truck Trips per 
Day 

Option A Option K Option L 

350 620 420 

I-5 268 403 303 

I-405 187 323 222 
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6.1 Transportation 

days of construction. These activities are infrequent, requiring much work 
and preparation on the site between occurrences. Since this high-
production work requires substantial effort and above-average construction 
truck activity, it is referred to as peak construction activity. The term, peak 
construction, is unrelated to peak hour or peak period traffic discussed 
elsewhere in the Final EIS. The effects of peak construction are described 
for local streets and freeways in the following sections. 

On days when peak construction activities occur, the volume of project 
trucks added to local streets would be similar to the existing volumes of 
trucks and buses at most locations. The additional trucks would range from 
2 to 4 percent of existing vehicle volumes. One location, East Roanoke 
Street at Montlake Boulevard East, is expected to have more than 4 percent 
added trucks because of its proximity to work bridges on the south side of 
the Portage Bay Bridge. Additional trucks at that location are estimated to 
be about 6 percent of existing vehicle volumes. Of the remaining locations, 
those with truck traffic near the high end of the 2 to 4 percent range would 
be Lake Washington Boulevard East in Montlake and Boyer Avenue East 
near Portage Bay. The added trucks on Montlake Boulevard East during 
peak construction would be just under 1 percent at the interchange and less 
than 0.5 percent in the Shelby-Hamlin area. At the Eastside locations, 
additional trucks during peak construction would be less than 3 percent of 
existing vehicle volumes. These levels of additional truck traffic would not 
substantially affect local street delay compared to existing conditions. 

During peak construction days, the estimated additional trucks on the 
freeways would amount to 0.5 percent or less of total daily vehicles. The 
additional trucks would not affect freeway traffic operations in comparison 
to existing conditions. 

How would construction affect transit operations? 

Construction would affect transit stations and associated bus operations 
along SR 520, as well as several bus stops on local streets in the 
construction zone. Road closures, lane shifts, and intersection modifications 
would affect existing transit facilities and require service adjustments or 
other accommodations to maintain operations. As with other transportation 
elements, the transit effects in most areas during construction would be 
similar for the Preferred Alternative and Options A, K, and L. Options K 
and L would have additional unique effects because of construction of the 
tunnel under the Montlake Cut, the single-point urban interchange, and the 
intersection of Montlake Boulevard NE and NE Pacific Street. The 
following sections describe the common construction effects, followed by 
the unique effects of Options K and L where applicable. 

KEY POINT 

Construction Effects on Transit 

The Preferred Alternative and all options 
would intermittently close the Montlake 
Freeway Transit Station, and relocate 
transit stops on Montlake Boulevard. 
Options K and L would temporarily relocate 
several transit stops on NE Pacific Street 
and Montlake Boulevard. 
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6.1 Transportation 

Montlake Freeway Transit Station 

Under the Preferred Alternative and Options A, K, and L, the Montlake 
Freeway Transit Station on SR 520 would be permanently closed after 
construction is completed. The station would remain open during 
construction, but may be closed for short periods of time to accommodate 
construction activities. 

During periods of closure, riders who travel from the east side of Lake 
Washington and currently use the station for access to Montlake or the 
University District would not be able to use any of the westbound SR 520 
bus routes. Instead, they would need to board a bus on one of the 
University District routes. Riders who do not already use a University 
District route would need to transfer buses at one of the SR 520 freeway 
transit stations on the east side of Lake Washington. Similarly, riders who 
travel from Montlake or the University District to the Eastside would need 
to use one of the University District routes on SR 520 and might need to 
transfer at one of the freeway transit stations. Those who transfer to and 
from local routes on Montlake Boulevard could do so near East Shelby 
Street on Montlake Boulevard, or on NE Pacific Street by the UW Medical 
Center. Some riders might have increased walking distances to reach the 
nearest stop, while others would have reduced distances. 

During closures, riders who use the Montlake Freeway Transit Station for 
travel to and from downtown Seattle would not be able to use the SR 520 
routes. They would need to use local bus routes through the University 
District and Eastlake or through Capitol Hill. Starting late in year 5 of 
construction, they would also be able to use light rail. 

Eastside Freeway Transit Station 

During closures of the Montlake Freeway Transit Station, the Eastside 
freeway transit stations at Evergreen Point and 92nd Avenue NE will be 
essential transfer points for riders who currently transfer at Montlake. Both 
of the transit stations currently provide substantial transfer functions. 
Sufficient capacity for the additional transfer activity must be available at 
these locations. WSDOT is coordinating the construction activities along 
SR 520 to provide the needed capacity throughout construction of the 
SR 520, I-5 to Medina project. Earlier construction plans, as described in 
the SDEIS, assumed that the Evergreen Point Freeway Transit Station 
would be closed for 4 to 6 months during construction. Current plans call 
for the station to be closed intermittently during construction of the 
Eastside transition area. 

Montlake Boulevard Transit Stops 

Under the Preferred Alternative and Options A, K, and L, the bus stops on 
Montlake Boulevard at SR 520 would need to be relocated during 
construction. The current northbound bus stop at the Montlake 
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6.1 Transportation 

Boulevard/SR 520 westbound ramp termini serving northbound routes 
would be combined with the existing bus stop at Montlake 
Boulevard/Shelby Street. The southbound stop on Montlake Boulevard at 
the eastbound off-ramp could be relocated north to the intersection with 
East Shelby Street until construction is complete. 

Pacific Street Transit Stops 

The UW transfer point located on NE Pacific Street in front of the UW 
Medical Center provides access to the medical center, the main UW 
campus, and Husky Stadium. The stops on NE Pacific Street would not be 
affected by the Preferred Alternative or Option A, but would be affected by 
Options K and L as described in detail below. 

10th Avenue East 

The bus stop on southbound 10th Avenue East at East Roanoke Street is 
located on the existing bridge over SR 520. The stop would remain near its 
current location during construction, but it would be moved to a nearby 
temporary location when the bridge is demolished. This would not 
substantially affect access to transit or transit operations. 

Electric Trolley Buses 

Construction of the Preferred Alternative would affect trolley bus 
operations on 10th Avenue East and Montlake Boulevard. Traffic on 10th 
Avenue East would be shifted to a portion of the new 10th and Delmar lid 
during construction of the new 10th Avenue East crossing over SR 520. 
Similarly, traffic on Montlake Boulevard would be shifted during demolition 
and reconstruction of the existing bridge over SR 520. These temporary 
realignments could require construction of temporary trolley wire, including 
providing new switches and poles along the route or other changes to the 
transit facilities. 

Transit Travel Times 

In response to comments received on the SDEIS, WSDOT evaluated the 
changes to midday transit travel times along Montlake Boulevard that could 
occur during construction. Many daily bus riders travel during this time, and 
unlike the peak periods, Montlake bridge openings can stop traffic during 
the midday periods. The estimated changes in travel times are shown by 
year of construction in Table 6.1-8 for local and SR 520 bus routes that 
operate on Montlake Boulevard. The results indicate the expected change in 
minutes from the existing average travel time through the Montlake 
interchange area, accounting for bridge openings. The temporary road 
capacity improvements on Montlake Boulevard were included in the 
analysis, resulting in travel times similar to existing conditions for most time 
periods and routes. This analysis is focused on the Montlake interchange 
area, and does not include the effects of closing NE Pacific Street under 
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6.1 Transportation 

Options K and L. As described in the discussion of local streets in the How 
would construction affect traffic operations? section, the closure would result in 
substantial delays on NE Pacific Street and Montlake Boulevard NE. The 
delay would be in addition to the results below, for riders traveling through 
the University District and the Montlake interchange. 

Table 6.1-8. Average Off-Peak Transit and HOV Travel Times with Bridge Opening 
(minutes) 

Travel Time Change from Existing 

Routes Existing 
Years 

1-2 
Years 

3-4 
Year 

5 
Year 

6 
Year 

7 

Southbound Montlake Blvd 
to eastbound SR 520 13.0 0 0 -1 +4 +1 

Southbound Montlake Blvd 
(local routes) 

12.0 0 0 -3 0 -5 

Southbound Montlake Blvd 
to westbound SR 520 

12.0 0 0 -1 +2 -4 

Westbound SR 520 to 
northbound NE Pacific Street 5.5 0 0 -1 0 -2 

Westbound SR 520 to 
northbound Montlake 
Boulevard NE 

5.5 0 0 -1 0 -1 

Northbound Montlake 
Boulevard (local routes) 

7.5 0 +1 -1 0 +4 

During years 1 and 2, most construction activity would be away from the 
Montlake interchange and travel times would not be affected. Prior to 
year 3, capacity improvements at the Montlake interchange would be built 
to accommodate traffic from the westbound Lake Washington Boulevard 
exit ramp. This would allow travel times to remain similar to existing 
conditions, with more traffic on Montlake Boulevard during years 3 and 4 
after the ramp is closed. Northbound travel times for local routes could 
increase slightly due to the addition of a traffic signal at the westbound 
SR 520 ramp intersection. 

The lower travel times in year 5 are the result of reduced traffic on 
Montlake Boulevard after completion of the bridge over SR 520 on 24th 
Avenue East. In combination with the capacity improvements on Montlake 
Boulevard, completed in previous stages, the bridge will improve traffic 
circulation at the Montlake interchange. 

During year 6, southbound travel times for SR 520 bus routes would likely 
increase during reconstruction of the Montlake Boulevard Bridge, and 
right-of-way constraints would limit the potential capacity improvements on 
Montlake Boulevard. Also during this time, traffic volumes through the 
intersection of Lake Washington Boulevard and Montlake Boulevard East 
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6.1 Transportation 

would continue to be higher because of the eastbound Lake Washington 
Boulevard ramp that closed in year 5. 

During year 7, the eastbound SR 520 loop ramp at Montlake Boulevard 
would be reconstructed. All traffic destined for eastbound SR 520 would 
use a temporary on-ramp along the alignment of the future HOV direct-
access ramp. This would result in a high-volume southbound left turns at 
the intersection of the westbound off-ramp/eastbound on-ramp on 
Montlake Boulevard. Northbound roadway capacity on Montlake 
Boulevard would be affected by stops required to allow the southbound left 
turns, resulting in increased northbound travel times. 

Effects Unique to Options K and L 

Options K and L would have substantially greater effects on transit than the 
Preferred Alternative and Option A near the Montlake Boulevard NE/NE 
Pacific Street intersection. The intersection would be reconstructed under 
Options K and L, requiring a closure of NE Pacific Street and partial 
closures of Montlake Boulevard NE. The effects in that area are described 
below. 

Pacific Street Transit Stops 

Options K and L would require several transit stops on NE Pacific Street 
and Montlake Boulevard to be relocated during construction of the 
Montlake Boulevard NE/NE Pacific Street intersection. Both the 
westbound and eastbound stops at the UW transfer point located on 
NE Pacific Street in front of the UW Medical Center would be relocated to 
NE Pacific Place during construction. When traffic is detoured onto 
NE Pacific Place, the transit stops are likely to increase traffic delays on NE 
Pacific Place. Transit pull-outs could be provided at these temporary stops 
to help facilitate traffic flow and reduce congestion; however, pull-outs may 
also increase transit delays if buses are unable to re-enter congested traffic. 

The transit stops located on the and west sides of the Montlake Boulevard 
NE/NE Pacific Street intersection would also need to be relocated during 
construction. The stop on the east side of the street could be moved south 
to allow riders access to a temporary pedestrian bridge that is proposed to 
be constructed across Montlake Boulevard. This temporary crossing would 
be designed to provide both safety for pedestrians and access for workers in 
the construction zone. The transit stop located on the west side of the 
street could be moved north of the construction area. These stops serve 
one route and are not heavily used. 

Transit Facilities and Operations near the Montlake Triangle 

The detour of traffic from NE Pacific Street to NE Pacific Place under 
Options K and L would substantially increase traffic volumes and delays at 
the intersection of NE Pacific Place and Montlake Boulevard NE. This 
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6.1 Transportation 

would particularly affect the transit routes that currently make turns to and 
from Montlake Boulevard and NE Pacific Street. 

During reconstruction of the Montlake Boulevard NE/NE Pacific Street 
intersection, lane shifts on Montlake would also require closure of transit 
priority lanes. Removal of the transit priority lanes would prevent buses 
from bypassing congestion on Montlake Boulevard. 

The existing bus layover space on NE Pacific Place would be removed 
during construction to allow for roadway widening. The layover space is 
necessary to maintain transit reliability. The Montlake Triangle also serves 
as a turnaround location for buses. This function would be disrupted during 
construction under Options K and L when the southbound transit-only, 
right-turn lane from Montlake Boulevard to NE Pacific Street would be 
removed. 

The closure of NE Pacific Street and removal of layover and turnaround 
functions at the Montlake Triangle would prevent trolley operation in the 
current configuration. A detour of the existing trolley routes onto NE 
Pacific Place would require temporary transit improvements such as new 
overhead trolley wires, switches, and poles to maintain service. 

How would construction affect bicycle and pedestrian 
travel? 

Construction of the Preferred Alternative and the SDEIS options would 
have some effects on bicycle and pedestrian access within the project 
corridor. The effects of the Preferred Alternative and Option A would be 
similar, while Options K and L would have some additional unique effects. 
The closure of the Delmar Drive East bridge over SR 520, which was 
common to all options in the SDEIS, is no longer planned and would not 
affect cyclists and pedestrians. 

In addition to general construction activities that would affect bicycle and 
pedestrian access, some local bicycle and pedestrian routes in the Montlake 
vicinity would be closed during construction. There are four north-south 
connections for pedestrians and bicyclists across SR 520 in the Montlake 
vicinity. They include Montlake Boulevard, the Bill Dawson Trail, 24th 
Avenue East, and the Arboretum Waterfront Trail. Of these, only Montlake 
Boulevard would be open continuously throughout construction for bicycle 
and pedestrian travel. Closure durations at the other locations would vary. 

Montlake Boulevard, including the bridge over SR 520, has sidewalks on 
each side that provide an important route across SR 520, and connect to the 
bascule bridge across the Montlake Cut. This route provides a bicycle and 
pedestrian connection between the University District and neighborhoods 
south of SR 520. During construction, bicycle and pedestrian access would 
be provided along Montlake Boulevard, which would be the primary north-
south route. Bicyclists and pedestrians would be exposed to more traffic, 

KEY POINT 

Bicycles and Pedestrians 

All options would close the 24th Avenue 
East bridge and the Bill Dawson Trail for 
most of the construction duration, leaving 
only Montlake Boulevard open to bicycle 
and pedestrian traffic. Bicycle and 
pedestrian access might be restricted to 
one side of Montlake Boulevard. 
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6.1 Transportation 

including trucks, along Montlake Boulevard compared to other routes. The 
project would increase the frequency of trucks on roadways; however, the 
exposure throughout the day would not be substantially greater than 
existing conditions, as described above. 

When nearby routes are closed, bicyclists and pedestrians would experience 
increased traffic on the sidewalks and crossings along Montlake Boulevard. 
Bicyclists and pedestrians would also be exposed to increased vehicle traffic 
on the roadway when the Lake Washington Boulevard ramps are closed. 
Construction of the Montlake lid and interchange would affect Montlake 
Boulevard near SR 520 for about 4 years. Construction activities could 
restrict bicycle and pedestrian access to one side of Montlake Boulevard 
over SR 520 for short periods of time. Major realignments of Montlake 
Boulevard would be needed during construction. The pedestrian crossings 
would be realigned along the section of Montlake Boulevard over SR 520. 
Safe access meeting the Americans with Disabilities Act requirements will 
be provided throughout construction. 

Montlake Boulevard provides access to the Montlake Freeway Transit 
Station for bicyclists and pedestrians. When this station is closed, bicyclists 
and pedestrians who use the station would have to use the SR 520-
University District routes at bus stops on Montlake Boulevard or NE 
Pacific Street, as described in the How would construction affect transit operations? 
section. The number of available bike racks on cross-lake buses would be 
reduced because there would be fewer routes to choose from. When the 
Montlake Freeway Transit Station is closed, the heavily used bicycle lockers 
at that location would also be closed. WSDOT will relocate the lockers, and 
is currently coordinating with King County Metro Transit to identify a 
suitable nearby location. 

The Bill Dawson Trail runs under the Portage Bay Bridge, connecting the 
Montlake Playfield to Montlake Boulevard north of SR 520. The area where 
the Bill Dawson Trail is located would be used for construction access and 
staging for the Portage Bay Bridge. The trail would be closed to bicyclists 
and pedestrians throughout most of construction. Montlake Boulevard 
would be the nearest alternative route to cross SR 520. 

There is an on-street bicycle route on 24th Avenue East between 
East Shelby Street and East Lake Washington Boulevard. During 
construction, the 24th Avenue East bridge over SR 520 would be 
demolished and replaced as part of the Montlake lid. The 24th Avenue East 
bridge would be closed to pedestrian and bicycle access. Bicyclists and 
pedestrians who currently use the bridge to cross SR 520 would be routed 
during the closure to Montlake Boulevard, where they could be exposed to 
higher traffic volumes, more street crossings, and higher bicycle and 
pedestrian traffic. 
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6.1 Transportation 

During construction of the west approach bridge, the portion of the 
Arboretum Waterfront Trail that currently travels under the existing SR 520 
main line would be closed while structures over the trail are rebuilt. The 
trail would otherwise be open during construction. Access to the 
Arboretum Waterfront Trail from East Montlake Park would not be 
affected. Also in this area, a portion of the Ship Canal Waterside Trail 
would be closed within East Montlake Park. However, the remainder of the 
trail could be accessed from the trailhead in West Montlake Park during 
project construction. After construction, trail access would be restored. 

Effects Unique to Options K and L 

The NE Pacific Street intersection would be affected by Options K and L 
due to reconstruction of the intersection at NE Pacific Place and Montlake 
Boulevard NE. The Preferred Alternative is similar to Option A, and would 
not substantially affect this intersection. The SR 520, I-5 to Medina project 
would coordinate with other projects in this area, such as the Sound Transit 
University Station and the UW Rainier Vista projects, to maintain 
continuity of bicycle and pedestrian routes during construction. When 
construction is active adjacent to Montlake Boulevard, bicyclists and 
pedestrians could be detoured to one side of the street for safety. 

How would construction affect parking? 

Construction would affect parking at several locations in the project 
vicinity. The effects at most locations would be similar under the Preferred 
Alternative and Options A, K, and L. Parking effects at the UW lots would 
be greater under Options K and L because of the extension of NE Pacific 
Street to the new single-point urban interchange at SR 520. 

Table 6.1-9 presents the construction effects on parking supply. The most 
substantial effects are as follows: 

�’� All ten parking stalls at Bagley Viewpoint would be closed when 
construction of the 10th and Delmar lid begins. The viewpoint would 
be closed throughout construction, and parking at this location would 
not be available. 

�’� Approximately 50 spaces at the NOAA Northwest Fisheries Science 
Center would be unavailable during construction. 

�’� All 150 stalls in the MOHAI parking lot would be removed when 
construction begins. Parking would be constructed at East Montlake 
Park and access to this location would be maintained except during 
construction of the lot itself. 

�’� Five on-street parking stalls located on the west side of 24th Avenue 
East just south of East Hamlin Street would be closed during 
construction. The closure would be temporary under the Preferred 
Alternative and Option A; it would be permanent under Options K 
and L. 
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6.1 Transportation 

�’� The WSDOT public lot on East Lake Washington Boulevard would be 
used as a construction access. Approximately 12 of the 24 spaces in this 
lot would be unavailable during construction. 

�’� In the UW E-11 and E-12 lots south of Husky Stadium, construction 
would cause a temporary loss of up to 10 spaces under the Preferred 
Alternative, 55 spaces under Option A, up to 550 spaces under 
Option K, and 210 spaces under Option L. 

�’� On Lake Washington Boulevard, 35 on-street parking spaces would be 
closed during construction of the Montlake lid. 

Table 6.1-9. Parking Effects during Construction 

Spaces Closed during Construction 

Location 
Existing 
Capacity 

Preferred 
Alternative Option A Option K Option L 

Bagley Viewpoint 10 10 10 10 10 

MOHAI and East Montlake Park 150 124 124 150 150 

Husky Stadium Lots E-11 and E-12 1,175 10 55 550 210 

NOAA Northwest Fisheriesa 132 50 95 50 50 

WSDOT Public Lot 24 12 12 24 24 

24th Avenue East 5 5 5 5 5 

Lake Washington Boulevard 35 35 35 35 35 
a Parking supply includes 38 spaces located on WSDOT right-of-way under the existing Portage Bay Bridge. 

Effects of Suboptions 

Adding the suboptions to Option A, K, or L would result in no additional 
parking effects. 

How can the project minimize negative effects on 
transportation during construction? 

As with any large construction project, the presence of construction 
activities will change the normal flow of traffic. WSDOT has developed 
preliminary construction plans and performed the traffic analysis described 
in this section to determine the temporary capacity improvements that 
would be needed to maintain the flow of traffic through the project vicinity. 
WSDOT will construct the improvements prior to other construction 
activities that would affect the flow of traffic. In addition to roadway 
improvements, WSDOT will (to the maximum extent practicable) restrict 
lane closures to nights and weekends, when traffic volumes are lowest. 
WSDOT will engage in regular, ongoing coordination with all affected 
jurisdictions to identify potential conflicts with other projects or public 
events, and plan for isolated construction activities that require special 
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6.1 Transportation 

transportation considerations. WSDOT will also implement a continuous 
public information program to inform travelers, nearby residents, and 
businesses about transportation conditions, upcoming changes, and travel 
options during construction. 

WSDOT will work to manage the flow of traffic and minimize traffic 
demand during construction using a combination of methods, all of which 
will be incorporated into the construction traffic management plan (TMP). 
The traffic management plan will be coordinated with the public outreach 
communications plan. 

Traffic Management Plan 

WSDOT will prepare a construction TMP, in coordination with other 
stakeholders, to ensure that construction effects on local streets, property 
owners, and businesses are minimized. The TMP will include, as a 
minimum, the following measures: 

�’� Details on required street and lane closures (duration and timing) 

�’� Proposed detours and signing plans (for vehicles, pedestrians, freight, 
and bicycles) 

�’� Compliance with Americans with Disabilities Act accessibility 
requirements. 

�’� Measures to minimize effects on transit operations and access to/from 
transit facilities (in coordination with transit service providers) 

�’� Traffic enforcement measures, including deployment of police officers 

�’� Coordination with emergency service providers 

�’� Measures to minimize traffic and parking effects from construction 
employees 

�’� Measures to minimize effects of truck traffic for equipment and 
material delivery 

�’� Measures to minimize disruption of access to businesses and properties 

�’� Measures to minimize conflicts between construction activities and 
traffic during events 

Work Zone Management Techniques 

Other mitigation options include developing and implementing work zone 
management strategies. These strategies may include using intelligent 
transportation systems, traveler information, real-time work zone 
monitoring, traffic incident management, and enforcement techniques. 
More details on strategies feasible for this project are described below. 

Traveler Information Systems 

Traveler information systems are designed to inform the general public of 
construction activities and transportation system operating conditions. They 
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6.1 Transportation 

allow drivers to avoid traffic problems, save time, and reduce frustration. 
Examples include, but are not limited to, dynamic and variable message 
signs, highway advisory radio, e-mail alerts, and project Web sites that 
provide real-time information on traffic conditions around construction and 
outlying areas. The traveler information system already in place will be used 
for this project, which includes all the above-mentioned examples except 
for a project-specific Web site with real-time information. 

Incident Management Systems 

WSDOT’s current incident response program will continue to be used for 
this project. Incident management systems are planned and coordinated 
strategies to detect, respond to, and remove traffic incidents to restore 
traffic capacity as safely and quickly as possible. The process of restoring 
traffic capacity involves a number of public and private sector partners, 
which can include law enforcement, fire and rescue, emergency medical 
services, transportation, public safety communications, emergency 
management, towing and recovery services, hazardous materials 
contractors, and traffic information media. Incident management systems 
can help reduce effects during construction in the following areas: 

�’� Incident clearance time: reduction of 38–66 percent 

�’� Emergency vehicle response time: reduction of 20–30 percent 

�’� Primary crashes: reduction of 35–40 percent 

�’� Secondary crashes: reduction of 30–50 percent 

Active Traffic Management 

Active traffic management technology dynamically controls traffic based on 
the prevailing conditions. Using integrated systems and a coordinated 
response, both recurrent and nonrecurrent congestion can be managed to 
improve roadway safety and traffic flows. Potential tools used as part of an 
active traffic management system include the following: 

�’� Overhead sign bridges to display variable speed limit and real-time 
traffic information over each lane.  

�’� Variable speed limit to dynamically and automatically reduce speed 
limits approaching areas of congestion, collisions, or special events. 

�’� Queue warning to warn commuters of downstream queues (or 
backups) and direct through-traffic to alternate lanes. 

�’� Travel time signs to display estimated travel time and other condition 
reports, as well as communicate travel and traffic conditions. WSDOT 
currently uses variable message signs to post travel time information. 

Construction Worker Shuttle Service 

This service shuttles workers from outlying temporary or permanent 
parking facilities into the work zones, thereby reducing the number of 
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6.1 Transportation 

vehicles arriving at and leaving the work zone areas and the parking 
demand in the work zones. 

Special Events 

Several strategies would be used to help mitigate construction activities 
during special events, including graduations, city functions, and sporting 
events at the UW: 

�’� Tailor special event traffic management plans to consider project 
construction congestion, including transit priority and special event 
shuttle services.  

�’� Increase shuttle services so access is provided both to and from events. 

�’� Provide event discounts with the use of transit shuttles. 

�’� Implement additional event date/time-specific parking restrictions. 

�’� Add police officer traffic control as needed. 

�’� Provide a Web site and other outreach regarding construction and 
travel options to special events that is accessible and understandable. 

�’� Restrict construction activities during major events. 

Transportation Demand Management 

Transportation demand management (TDM) includes a variety of strategies 
that provide alternatives to driving in single-occupant vehicles, particularly 
during peak traffic periods. TDM programs include financial incentives, 
outreach to increase public awareness about travel options, and services 
that help people choose a new travel option. They even provide new travel 
options such as vanpools to encourage a shift away from travel in single-
occupant vehicles. TDM is implemented in a regional context through a 
variety of ongoing state and local jurisdiction programs. 

Purpose of TDM during Construction 

The SR 520, I-5 to Medina project would be built over a period of up to 
7 years. As with any major project, construction activities would affect the 
normal travel patterns of road users within the project vicinity. TDM may 
be used, in addition to other mitigation techniques, to minimize these 
effects by reducing the traffic demand through the project area.  

TDM and Transit 

The goal of TDM is to increase the efficiency of travel on roadways by 
moving more people in fewer vehicles. Transit is typically a primary 
consideration for any comprehensive TDM program because it is a reliable 
mode of moving many people in fewer vehicles. This is particularly true in 
urban areas with well-established transit systems in place. The people-
moving capacity of transit is necessary for many TDM strategies to be 
successful. WSDOT is coordinating with King County Metro and Sound 
Transit to develop construction management plans that maintain the 
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6.1 Transportation 

reliability of transit as an alternative to driving. WSDOT will continue this 
coordination throughout construction. 

TDM during Construction 

As part of the construction TMP, WSDOT will evaluate a set of temporary 
TDM and transit enhancements to provide additional travel options to the 
public during construction. 

Many jurisdictions where SR 520 users live and work have existing TDM 
programs. Bellevue, Kirkland, Redmond, and Seattle each have established 
programs that provide travel options to commuters. King County also 
provides these services through its own efforts in addition to operating a 
popular vanpool program. WSDOT supports local jurisdictions through its 
investment in a variety of strategies and through the Commute Trip 
Reduction program. 

WSDOT will focus on supporting existing programs rather than 
implementing an entirely new program during the construction period. 
Therefore, a major aspect of the strategy will involve communication and 
cooperation with local experts who are already implementing successful 
programs. WSDOT will coordinate with jurisdictions affected by SR 520 to 
offer services to travelers through programs they already use. This approach 
will encourage continuity in the services provided to users. When 
construction is complete, it will allow a streamlined transition of project-
related TDM services back to the ongoing programs managed by the local 
jurisdictions. 

Conditions often change during the construction of complex projects, and 
it will be necessary to communicate changes quickly and effectively to those 
affected. The TDM strategy will include a feedback process to monitor its 
effectiveness. The feedback will be used to identify improvement 
opportunities and under-performing elements so that adjustments can be 
made to ensure that the project meets its goals. 

The TDM strategy and goals for the project will be developed during the 
final planning phase of the project. WSDOT will develop demand 
management goals based on the estimated construction effects on traffic 
for the project. The goals will be designed to complement the other 
construction traffic management techniques that will be implemented. 
WSDOT will evaluate areas of greatest need and benefit to maximize 
traveler options in those areas. 
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6.2 Land Use and Economic Activity 

6.2 Land Use and Economic Activity 

This section covers effects on existing land uses along the SR 520 corridor 
as well as potential effects on the regional and local economy that would 
occur during the multi-year construction period. Construction durations 
and sequencing of activities are described in Chapter 3 by geographic area 
between I-5 and Medina. The Preferred Alternative and Options A, K, and 
L would increase noise, dust, and truck traffic during construction. These 
types of construction effects are described in detail in Section 6.1, 
Transportation; Section 6.3, Social Elements; Section 6.4, Recreation; 
Section 6.7, Noise; and Section 6.8, Air Quality. 

How would construction affect land use? 

Construction would occur within existing WSDOT right-of-way, adjacent 
to SR 520, to the extent possible. However, in some places within the 
project area, land now used for other purposes would be used for 
construction purposes. Exhibits 6.2-1 through 6.2-4 show the areas where 
construction would occur and the affected properties. 

I-5 Area 

Construction easements in the I-5 area would be similar for the Preferred 
Alternative and Options, A, K, and L. As shown in Exhibit 6.2-1, 
construction would occur adjacent to Seattle Fire Station 22 on East 
Roanoke Street. Construction on East Roanoke Street would be staged in 
this area so that the station would be fully operational, access would be 
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6.2 Land Use and Economic Activity 

maintained, and emergency response would not be affected. See 
Section 6.3, Social Elements, for a detailed description of potential effects 
on area neighborhoods. 

Portage Bay Area 

The effects of the construction work bridges adjacent to the Portage Bay 
Bridge would be similar for the Preferred Alternative and all SDEIS 
options. Easements for the north work bridge would require relocation of 
all boat slips along the south side of the south dock of the Queen City 
Yacht Club for the duration of construction (Exhibit 6.2-2). Easements for 
the south work bridge would also require relocation of approximately ten 
boat slips at the Bayshore Condominiums for the duration of construction. 
WSDOT would provide temporary moorage for all affected slips. WSDOT 
will work with affected property owners to identify specific moorage 
locations when construction staging information is further refined, prior to 
construction. Construction in the Portage Bay area is expected to last 
approximately 64 months. These moorages would be replaced in their 
original locations after construction is completed. 
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6.2 Land Use and Economic Activity 

Montlake Area 

Preferred Alternative 

Under the Preferred Alternative, construction easements in the Montlake 
area would be most similar to those of Option A, with differences near the 
eastbound off-ramp and westbound on-ramp of the Montlake interchange. 
As shown on Exhibit 6.2-3, the limits of construction for the Preferred 
Alternative changed such that the construction easements would be less 
than those of Option A in this area. Unlike Option A, the Preferred 
Alternative would not remove the Montlake 76 gas service station or any 
buildings on the NOAA Northwest Fisheries Science Center property. 
Construction easements at the University of Washington Open Space 
(immediately north of the Montlake Cut), at residences east of the new 
Montlake bascule bridge, and at East Montlake Park would be similar to 
those needed for Option A. Construction in the Montlake area is expected 
to last approximately 56 months. 

Option A 

Option A would require construction easements on land in the University 
of Washington Open Space (immediately north of the Montlake Cut); 
within East Montlake Park; east of the new Montlake Boulevard bascule 
bridge; along East Lake Washington Boulevard and East Montlake 
Boulevard; and at the existing SR 520/East Montlake Boulevard 
interchange. 

Option A would permanently remove the Montlake 76 service station on 
Montlake Boulevard East at the SR 520 ramps. Although some of the 
parcel would be converted to WSDOT right-of-way, most of the parcel 
would be used for construction staging, vacated by WSDOT after 
construction, and available for development after construction. 

Option K 

Option K would require construction easements on a large portion of land 
in the University of Washington parking lot south of Husky Stadium for the 
new tunnel and its approach, and on Foster Island to construct the land 
bridge. Smaller easements would be necessary along East Lake Washington 
Boulevard and at the existing SR 520/East Montlake Boulevard 
interchange. 

Option K would also relocate the University of Washington Waterfront 
Activities Center buildings that are southeast of Husky Stadium on Union 
Bay and the Montlake Cut (Exhibit 6.2-3) to accommodate construction of 
the tunnel under the Montlake Cut. The two buildings at the Waterfront 
Activities Center would be removed and their functions relocated during 
construction. The specific location has not been determined and is subject 
to discussions with the University of Washington. The University of 
Washington’s Waterfront Activities Center (WAC) is located southeast of 
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Exhibit 6.2-3. Property Affected by Construction in the Montlake Area 

6.2 Land Use and Economic Activity 
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6.2 Land Use and Economic Activity 

Husky Stadium on Union Bay and the Montlake Cut. The Washington 
Yacht Club, Sailing Team, Kayak Club and Union Bay Rowing Club 
organize their activities at the WAC. The WAC also offers canoe and 
rowboat rentals, storage for private non-motorized boats, and waterfront 
activities for students, staff, and alumni association members. Options K 
and L would relocate the functions of this facility during the multi-year 
construction period. 

Option L 

Option L would affect land on the west side of the University of 
Washington parking lot south of Husky Stadium; along the Montlake Cut, 
McCurdy Park, and University of Washington Open Space for bridge 
construction; and at the existing SR 520/East Montlake Boulevard 
interchange. 

West Approach Area 

The Preferred Alternative and Options A and L would require similar 
construction easements to the north on Foster Island (Exhibit 6.2-4). 
Option K would result in a larger easement for construction of the land 
bridge. Construction in the west approach area is expected to last 
approximately 60 months. 
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6.2 Land Use and Economic Activity 

Lake Washington 

Construction easements in Lake Washington would be the same for the 
Preferred Alternative and all options. WSDOT has already acquired two 
properties and has removed the two houses that occupied them. Both 
parcels also have a dock that would be permanently removed. An additional 
private dock to the north may not be usable during the 36-month 
construction period of the east approach. Construction in this area is 
expected to last approximately 41 months and includes construction 
activities for the bridge maintenance facility and mainline improvements 
near Evergreen Point Road. 

Eastside Transition Area 

No construction easements would be needed for the Preferred Alternative 
or SDEIS options because restriping of SR 520 would occur within the 
existing right-of-way between Evergreen Point Road and 92nd Avenue NE. 

How would construction affect economic activity? 

Generally, access to businesses and residences throughout the study area 
would remain open or a detour would be provided during the construction 
period. WSDOT would minimize traffic delays by phasing and scheduling 
construction activities outside of high traffic demand periods as much as 
possible. Ramp closure hours and dates would be timed to accommodate 
special events and would be coordinated with closures on other freeways. 

KEY POINT 

Economic Activity 

The positive effects of construction-related 
jobs, spending (e.g., project spending and 
spending by construction workers), and 
resulting sales tax revenues would be 
widely dispersed through the local and 
regional economies. 

It is possible that nighttime lane closures could affect businesses near 
SR 520 that receive much of their revenue in the evening, such as 
restaurants, theaters, gas stations, or other specialty retailers. As a result, 
some sales losses could be experienced by those businesses. However, 
SR 520 would not be the only (or even the main) road that customers of 
those businesses use. Thus, it is unlikely that many businesses would 
experience a substantial loss of sales from nighttime lane restrictions. 

Under the Preferred Alternative and Options A, K, and L, construction 
could increase congestion and detour traffic on local streets at times. The 
degree of congestion would vary during the construction timeline and 
would change with the intensity of construction activities. Sales at some 
businesses, especially those that rely heavily on drive-by traffic, could 
decrease during construction. However, such decreases would likely be 
minor because reductions in access would occur mainly at night and during 
off-peak hours. In addition, alternative access would be provided to 
business districts and neighborhoods. Revenues for some businesses near 
construction activities could also increase from spending by construction 
workers. This, in turn, could increase local sales tax revenues. 

It is expected that most of the daily construction-generated trips (e.g., 
hauling) would use SR 520. Given the anticipated peak-period congestion 
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6.2 Land Use and Economic Activity 

levels on SR 520, this would have a moderate effect on traffic flow. See 
Chapter 10 of the Final Transportation Discipline Report (Attachment 7) 
for a quantitative analysis of construction effects on traffic flow. 
Contractors would likely avoid travel during peak periods because their 
productivity would be hampered by congestion. 

Construction activities would change access for some nearby businesses, 
located in the I-5 area along East Roanoke Street and Delmar Drive East. 
The effects in the I-5 area would be similar for the Preferred Alternative 
and Options A, K, and L, although effects would be somewhat less for the 
Preferred Alternative because the I-5 lid described for the SDEIS options 
would not be built. Since the SDEIS was published, construction staging 
has been revised such that the 10th Avenue East and Delmar Drive East 
overcrossings would remain open during construction. Because the 
overcrossings would remain open, the businesses along 10th Avenue East 
are not expected to experience a substantial loss of sales. This grouping of 
retail and personal service businesses extends from the overcrossing south 
for about two blocks (Exhibit 6.2-1). 

Construction effects in the Montlake area would be similar for the 
Preferred Alternative and Options A, K, and L. Construction activities 
would change access for some nearby businesses, in the Montlake area 
along Montlake Boulevard East, 24th Avenue East, and Lake Washington 
Boulevard East. Although a few customers would likely be deterred from 
visiting these areas because of construction at the interchange, most of 
these businesses serve local customers who would travel to them on local 
streets. Any economic effects on businesses in this area during construction 
would be small. WSDOT would minimize traffic delays by phasing and 
scheduling construction activities outside of high traffic demand periods as 
much as possible. In addition, access to businesses and residences 
throughout the study area would continue during the construction period. 
If roadways and direct business access were closed, detours would maintain 
access. If practical, short-term roadway closures would occur at night or 
during low-traffic-volume periods during the day. 

Even though access would be maintained in the Montlake area, congestion 
is expected to worsen due to slowing that typically occurs in work zones. 
Drivers may elect other routes or adjust their schedules to avoid the 
increased congestion and delay. As a result, sales at some businesses, 
especially those that rely heavily on good access and drive-by traffic, could 
decrease during construction. This, in turn, could decrease local sales tax 
revenues. Conversely, revenues for some businesses near construction 
activities could increase from spending by construction workers. This, in 
turn, could increase local sales tax revenues. 

Construction activities under the Preferred Alternative and SDEIS 
Options A, K, and L in the Montlake area could also deter some patrons 
from attending sporting events, exhibitions, and other events held at the 
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6.2 Land Use and Economic Activity 

University of Washington. The Preferred Alternative and Option A would 
have the smallest effect on parking in University of Washington lots E-11 
and E-12, with 10 and 54 stalls, respectively, acquired for construction 
staging. Options K and L would result in the greatest number of stalls 
acquired with 549 and 211, respectively. According to Commuter Services 
at the University of Washington, more than 11,400 parking stalls were 
available for campus parking in 2007, and the average parking utilization 
was 71 percent (University of Washington 2008). 

Preferred Alternative and Option A 

Under the Preferred Alternative and Option A, construction of the new 
Montlake interchange and lid would take approximately 64 months, and 
effects would be as described in the previous section. 

Option K 

Under Option K, construction of the single-point urban interchange 
(SPUI), the tunnel under the Montlake Cut, and the NE Pacific Street lid 
would occur over approximately 78 months. Under this option, a partial 
closure of NE Pacific Street would be required for up to 12 months and 
would detour traffic to NE Pacific Place at the NE Pacific Street 
interchange, which would reroute access to the University of Washington 
Medical Center. 

Option K would require the use of approximately 549 parking stalls for 
construction staging at University of Washington lots E-11 and E-12. This 
would represent approximately 47 percent of the total stalls in these two 
parking lots (Exhibit 6.2-5). Of the three options, Option K would 
inconvenience the largest number of visitors and employees to that part of 
the campus. However, the number of stalls that would be used for 
construction staging would represent less than 5 percent of the total 
campus parking spaces available. According to the Draft Westside 
Construction Traffic Technical Memorandum (WSDOT 2009m), the 
parking spaces affected under Option K would be taken in phases and not 
all at once. While parking in other parts of the campus might help mitigate 
the loss of some of the parking in lots E-11 and E-12 during construction, 
the available lots might not be convenient for those working at the 
University of Washington Medical Center. The loss of parking near Husky 
Stadium with Option K would affect event attendees and campus visitors. 

Option L 

Under Option L, construction of the SPUI and the NE Pacific Street lid 
would occur over approximately 60 months. Similar to Option K, Option L 
would require a partial closure of NE Pacific Street for up to 12 months 
and would detour traffic to NE Pacific Place at the NE Pacific Street 
interchange, which would reroute access to the University of Washington 
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6.2 Land Use and Economic Activity 

Medical Center. The loss of 211 parking stalls near Husky Stadium with 
Option L would affect event attendees and campus visitors (Exhibit 6.2-5). 

How would construction affect employment? 

During construction, transportation projects usually increase employment 
and spending near the project. The extent of these effects would largely 
depend on two factors: (1) the source of project funding and (2) the 
makeup of the construction crews (for example, number of workers and 
whether they were local or from areas beyond the affected communities). 

How much a highway project affects a region economically depends on the 
source of project funding. Funds from local (City of Seattle) or regional 
(Puget Sound) sources are transfers that could have been spent by residents 
and businesses on other economic activities. Typically, only “new money” 
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6.2 Land Use and Economic Activity 

(state or federal funds) to a region has a measurable economic effect on 
employment and income gains resulting from project construction. For the 
Preferred Alternative and all SDEIS options, state and federal funds would 
be used, resulting in some income and job benefits that would otherwise 
not occur. 

During construction, spending would increase demand for construction 
materials and jobs. These expenditures could increase the output (for 
example, of sand) of firms in other industries, which would supply the 
demand for inputs (for example, concrete) to the construction industry. 
Finally, wages paid to workers in construction trades or supporting 
industries would be spent on other goods and services in their local 
communities and the region. Workers generally spend their incomes on 
goods and services in the communities in which they live. This localized 
spending would generate local and state sales and use taxes over the entire 
construction period. 

Some local firms and workers from the Seattle/Eastside areas might be 
directly involved in the construction of the facility. Other local firms and 
their employees would supply construction materials such as cement, 
asphalt, wood, steel, gravel, and electrical equipment. Firms within the four-
county Puget Sound region would likely provide most of the workers and 
supplies. Ultimately, it would be up to the contractors to secure vendors 
and subcontractors and to assemble the workforce. 

Table 6.2-1 summarizes the employment estimates during construction for 
the Preferred Alternative and SDEIS options. Using the Washington State 
Office of Financial Management’s job-estimating methodology for 
construction projects, it is estimated that the project would result in 
approximately 7,700 to 12,600 direct, indirect, and induced jobs during the 
peak year of construction (Washington State Office of Financial 
Management 2009). 

DEFINITION 

Direct jobs are those created directly from 
project construction (e.g., construction 
worker).  

Indirect and induced jobs are those 
created through the purchase of 
commodities and services that support 
project construction (e.g., concrete 
suppliers). 

Table 6.2-1. Full-time Jobs 

Preferred 
Alternative a Option A Option K Option L 

Construction period 7 years 6 years 7 years 6 years 

Peak year 2015 2015 2014 2014 

Cost in 2014 dollars $2.9 $2.9 $5.0 $3.5
(billions)b 

Number of jobs in peak 7,683 7,683 12,620 9,526yearc 

aEconomics analysis assumed that peak year construction data were similar for the  �
Preferred Alternative and Option A.�
bIncludes preliminary engineering, right-of-way, and construction costs.� 
cIncludes direct, indirect, and induced employment.� 
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6.2 Land Use and Economic Activity 

How could the project minimize negative effects 
during construction? 

WSDOT would coordinate with business owners to reconfigure or provide 
alternative access for customers during construction. Signage would be used 
that clearly marks detour routes and indicates that businesses are open. 

Land use effects, particularly from Options K and L, on the University of 
Washington during construction would result in a reduction in parking and 
associated revenues at the Husky Stadium. WSDOT would coordinate with 
the University of Washington on appropriate mitigation for these effects. 

WSDOT would coordinate with property owners to identify relocation or 
other mitigation options for relocation of the Waterfront Activities Center 
(Option K) and boat moorages that would be affected over the multi-year 
construction period (see Chapter 5, Section 5.2). 
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6.3 Social Elements 

6.3 Social Elements 

This section discusses potential construction effects on residents and 
neighborhoods adjacent to the SR 520 corridor, including construction 
effects on neighborhood streets, transit service, bicycle and pedestrian 
linkages, visual quality, and community cohesion. Potential effects on low-
income and minority populations and on public service providers and 
utilities are also discussed. Effects from construction-related noise on 
neighborhoods are discussed in Section 6.7, Noise. 

How would construction of the project affect 
neighborhoods? 

Project construction could affect the interaction of residents within and 
between neighborhoods along the corridor and temporarily reduce 
community cohesion during periods of heavy construction activity. 
Although construction would be sequenced along the corridor, related 
activities would be noticeable in adjacent neighborhoods for periods lasting 
from several months to several years. 

Project area neighborhoods adjacent to construction could experience 
negative effects from detour routes, haul truck traffic, and relocated bus 
stops on neighborhood streets. Construction effects on communities would 
also include increases in noise, dust, and visual clutter in residential, 
business, and park areas adjacent to construction zones. These effects could 
reduce residents’ quality of life and limit connections to community 
resources, patronage at neighborhood businesses, or use of recreational 
amenities. Partial closures of sidewalks, bicycle paths/routes, trails, and park 
areas could also discourage neighborhood activity and use of community 
resources, and could have a negative effect on disabled populations. 

Exhibit 6.3-1 shows the locations of neighborhoods and community 
resources relative to areas where construction would occur. 

Effects on Neighborhood Streets 

Project area neighborhoods may absorb some of the diverted traffic 
volumes from the roadway and ramp closures described in Section 6.1. 
“Cut-through” routes along residential streets could increase as drivers try 
to avoid congested detour routes. As a result of more traffic on local roads, 
travel times to neighborhood schools, community centers, neighborhood 
businesses, and the University of Washington (UW) could increase during 
construction.  

KEY POINT 

Neighborhoods 

The Preferred Alternative and all options 
would affect adjacent neighborhoods during 
construction. These neighborhoods could 
experience negative effects from detour 
routes, haul truck traffic, and relocated bus 
stops. Construction would also increase 
noise, dust, and visual clutter in residential, 
business, and park areas adjacent to 
construction zones. These effects could 
reduce residents’ quality of life and limit 
connections to community resources, 
patronage at neighborhood businesses, or 
use of recreational amenities. 
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6.3 Social Elements 

Exhibit 6.3-1. Community Resources Relative to Construction Staging Areas 
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6.3 Social Elements 

As described in Chapter 3 and Section 6.1, Transportation, primary haul 
routes and detour routes would follow arterials and/or designated truck 
routes wherever possible. WSDOT has attempted to minimize truck trips 
on the non-arterial neighborhood streets; however, portions of 
neighborhood residential streets in Montlake and north Capitol Hill may 
need to be used for truck haul routes due to the location of proposed 
construction activities and the lack of available arterial routes immediately 
adjacent to construction sites. 

On-street bicycle routes on local streets subject to roadway closures would 
be re-routed. Bicycle routes along Montlake Boulevard and NE Pacific 
Place connecting to the Burke-Gilman Trail would be rerouted through or 
around the construction zone.  

Transit Service 

Road closures, detours, and station closures during construction would 
result in effects on transit riders. Transit riders would also experience noise, 
dust, and visual effects at any of the transit stops in proximity to 
construction activities. Section 6.1 includes additional information on 
construction effects related to transit service. 

Pedestrian and Bicycle Linkages 

All of the project area neighborhoods feature parks, trails, and community 
centers, many of which are linked by pedestrian and bicycle paths. 
Construction under the Preferred Alternative and all SDEIS options would 
require periodic closures of the Ship Canal Waterside Trail, portions of the 
Arboretum Waterfront Trail, the Bill Dawson Trail, and the East Campus 
bicycle route for varying durations. See Section 6.1, Transportation, and 
Section 6.4, Recreation, for a detailed description of temporary closures. 

Visual Quality 

Construction of the Preferred Alternative and all SDEIS options would be 
very noticeable from many locations in project area neighborhoods. The 
most visible construction features would be work bridges, barges, and 
cranes on Lake Washington, detour bridges (Option K only), and the 
presence of construction equipment in work zones adjacent to the highway.  

Construction work bridges would be trestle-like structures erected on both 
sides of the Portage Bay Bridge, the west approach to the Evergreen Point 
Bridge through the Washington Park Arboretum, and at the east approach 
of the Evergreen Point Bridge. Both near and distant views of the corridor 
and Lake Washington would change over the duration of construction. 
Also visible would be the results of ongoing construction and mitigation 
activities, such as exposed cut areas, stockpiled soil, silt fences and mulched 
areas, and temporary sedimentation ponds. See Section 6.5 for more detail 
on visual quality effects. 

KEY POINT 

Partial closures of sidewalks, bicycle paths/ 
routes, trails, and park areas could 
discourage neighborhood activity and use of 
community resources. 

Bridge construction from barges 
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6.3 Social Elements 

Community Cohesion 

Effects from construction activities on community life and residents and 
groups located within the study area would last for the duration of the 
construction period, with activities occurring on and off for approximately 
72 months. Construction-related traffic, light and glare, noise, and dust 
would affect residents living within approximately one to two blocks of the 
construction zone. In addition, residents living across the street or adjacent 
to potential construction staging areas would also be affected, primarily 
from an increase in truck traffic. Construction effects could negatively 
affect residents’ ability to meet socially and recreate compared to existing 
conditions. Construction activities associated with the proposed project 
could cause residents to avoid areas near construction. The following 
discussions summarize construction effects by neighborhood. 

Eastlake 

Construction of the Preferred Alternative and all options would occur at 
the I-5/SR 520 interchange and at East Roanoke Street along the eastern 
fringe of the Eastlake neighborhood. Construction of the interchange and 
the enhanced crossing (Preferred Alternative) or the lid (Options A, K, and 
L) could affect the neighborhood near the interchange, east of Boylston 
Avenue East. Neighborhood residents could experience increased noise and 
fugitive dust from construction activities (if not controlled onsite) as well as 
increased truck traffic. Construction activities for these elements are 
common and would occur over a 26-month period. Section 6.1 provides 
more information on actual volumes of haul trucks and Section 6.7 
provides information on noise associated with construction. 

A potential haul route for the Preferred Alternative and all options is 
identified along East Roanoke Street and Boylston Avenue East. Trucks 
would periodically use Boylston Avenue East adjacent to The Option 
Program at Seward (TOPS) School for construction of the I-5 crossing 
structures. Increased traffic along Boylston Avenue could increase travel 
times for school buses and parents who drive their children to school. 
However, this would likely only affect those heading north or south on 
Boylston, and alternate routes are available. Additionally, the main entrance 
and the parking lot for the TOPS School are located on Franklin Avenue 
East. As part of the I-5/Roanoke lid construction under Options A, K, and 
L, Boylston Avenue would be narrowed temporarily and shifted to the west. 
WSDOT would use best management practices (BMPs) to minimize 
construction effects on the TOPS School. 

Rogers Playground (located a block west of the interchange) could also 
experience increased noise and dust. Overall, however, effects would be 
minor because of the playground’s distance from construction and the 
shielding that adjacent buildings provide. Park users may experience some 
intermittent noise during periods of peak construction. 
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6.3 Social Elements 

As compared to the SDEIS options, the effects of the Preferred Alternative 
would be less intensive and of shorter duration because the Preferred 
Alternative would not demolish and rebuild the existing East Roanoke 
Street bridge, and would construct only the enhanced pedestrian/bicycle 
crossing.  

North Capitol Hill 

Construction of the 10th Avenue East/Delmar Drive East lid would affect 
north Capitol Hill residences adjacent to SR 520 and along potential haul 
routes. North Capitol Hill neighborhood residents on the south side of 
SR 520 could experience increased noise, fugitive dust, and possible 
vibration from construction activities as well as increased truck traffic. 
Construction activities would occur over a 26-month period. The effects of 
the Preferred Alternative would be less intensive than the SDEIS options 
because there would be no haul routes, no long-term road closures, and no 
detour routes within the north Capitol Hill neighborhood. 

As identified for Options A, K, and L, the haul route along 11th Avenue 
East would increase traffic volumes from haul truck trips, which could 
affect the Seattle Preparatory School, a private high school located on 11th 
Avenue East. Additionally, construction activities under Options A, K, and 
L would require the Delmar Drive bridge to be closed for approximately 
9 months. A temporary bridge at 10th Avenue East would cross SR 520 and 
include sidewalks for safe pedestrian and bicyclist movements. 

Portage Bay/Roanoke 

Portage Bay/Roanoke neighborhood residents along East Roanoke Street 
and along Boyer Avenue East could experience increased noise, fugitive 
dust, and possible vibration from construction activities to build the 10th 
Avenue East/ Delmar Drive East lid and new Portage Bay Bridge. Noise 
and other effects would vary during the anticipated 26 months of lid 
construction and 72 months of Portage Bay Bridge construction, depending 
on which activities are occurring. These elements are common to the 
Preferred Alternative and Options A, K, and L. 

Roanoke Park and the surrounding neighborhoods would experience 
construction noise and dust, especially in the southern part of the 
neighborhood near Roanoke Street. The Preferred Alternative and all 
options identify potential haul routes along 10th Avenue East and Roanoke 
Street. Although truck traffic along the borders of the neighborhood would 
increase, the estimated number of truck trips would be relatively low 
compared to overall arterial volumes. 

During construction, East Roanoke Street would experience temporary lane 
closures and detours during the realignment work. These would include 
short-term closures during off-peak times, which might require detours for 
approximately 15 months, resulting in temporarily restricted access to 
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6.3 Social Elements 

properties along East Roanoke Street. At least one lane would be open at all 
times to allow traffic access on East Roanoke Street. No long-term road 
closures or detour routes have been identified within the Portage 
Bay/Roanoke neighborhood. 

Two religious institutions, Saint Patrick’s Catholic Church and Vedanta 
Society of Western Washington, are located north of Roanoke Park, but are 
not located along potential haul routes. Under Options A, K, and L, 
construction-related traffic may result in more circuitous travel routes for 
those who typically access these institutions from SR 520 or across Delmar 
Drive East. For construction of the Preferred Alternative, effects on access 
would be less intensive because the Delmar Drive East undercrossing 
would remain open during construction. 

The construction work bridges, barges, and heavy equipment used to 
demolish and construct the Portage Bay Bridge would be the most 
obtrusive construction effect on neighborhood cohesion, especially for 
residents along Boyer Avenue and the Portage Bay houseboat community. 
Noise levels for some of these residents would be very loud (up to 
105 dBA) during times of pile-driving, especially because the ground slopes 
down to the waterfront area and many of the homes have a direct line of 
site to the Portage Bay Bridge. As illustrated in Exhibit 6.7-3 (in 
Section 6.7), noise levels would decrease as distance from the source 
increases. 

Although construction of the new Portage Bay Bridge is expected to last 
between 64 to 72 months, pile-driving activities would occur for only a 
small portion of this time. Table 6.3-1 shows the expected number of 
months that pile-driving would occur during each construction season for 
the Portage Bay Bridge (the table is representative of all options). As shown 
in the table, pile-driving would occur over several non-contiguous periods, 
not continuously over the entire 72 months. 

Table 6.3-1. Pile-Driving for the Portage Bay Work Bridges and Falsework 

Year 1 Year 2 Year 3 Year 4 Year 5 

Timing Sept-Apr Feb-Apr N/A Feb - Apr N/A 

Durationa 8 months 3 months N/A 3 months N/A 

Total Piles 1,000 200 N/A 200 N/A 

aDuration is not continuous.� 
N/A = not applicable� 

The Preferred Alternative and all options also identify Fuhrman Avenue 
East and Boyer Avenue East as a potential haul route for material transport 
to and from the Portage Bay Bridge. 
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6.3 Social Elements 

Montlake 

Construction in the Montlake area would affect residents and community 
resources in the Montlake neighborhood between the Montlake Cut on the 
north and the area bounded by the Arboretum and Interlaken Park on the 
south, east, and west. Construction activities would occur over a 56-month 
period under the Preferred Alternative and Option A, a 66-month period 
under Option K, and a 60-month period under Option L. 

Several haul routes proposed in the Montlake area are associated with lid 
construction and interchange improvements under the Preferred 
Alternative and all options (see Exhibit 6.3-1). During peak construction 
periods, Options K and L would have used a loop through the 
Shelby/Hamlin portion of the Montlake neighborhood to transport 
materials for construction of the single-point urban interchange and 
construction of the tunnel under Option K. This haul route would have 
been used intermittently; the majority of truck trips would access SR 520 
from an access ramp onto the Montlake westbound off-ramp. WSDOT 
received many comments from the public expressing concern about a 
potential haul route along East Shelby and East Hamlin Streets. Since 
publication of the SDEIS, FHWA and WSDOT announced a Preferred 
Alternative that would not require the use of East Shelby Street or East 
Hamlin Street. 

Use of staging areas in East Montlake and McCurdy Parks would result in 
noise, dust, and visual effects on park users and residents along East Shelby 
Street, East Hamlin Street, and Park Drive East during the duration of 
construction. The closure of McCurdy Park and the partial closure of East 
Montlake Park would also eliminate opportunities for residents to enjoy the 
facilities and amenities, or to use them to gather and meet socially. 
Residents who currently have views of these areas of the park would likely 
see construction equipment stored there, and residents on surrounding 
streets would experience noise from the additional truck traffic and 
construction vehicles driving to and from construction sites. 

Options K and L would have the greatest potential effects on the Shelby-
Hamlin portion of the Montlake neighborhood because of their higher 
truck trips and the greater intensity and duration of construction activity in 
the MOHAI area. Residents on East Hamlin Street and East Shelby Street 
would experience fewer effects under the Preferred Alternative than under 
the SDEIS options because these streets would not be potential haul routes. 
The revised potential haul routes for the Preferred Alternative also do not 
include the route along 24th Avenue East as shown in the SDEIS. 

University District 

Although there are no residences in the University District close to 
proposed construction activities, construction effects on community 
cohesion could still result from construction activity and access disruptions 

KEY POINT 

Montlake Area 

The Preferred Alternative and all options 
would have similar effects except in the 
Montlake and UW south campus areas, 
where the scale and intensity of 
construction would differ. The scale and 
intensity of construction-related effects 
within these areas would be greatest with 
Option K. Construction would cause longer 
and more intense effects due to noise, dust, 
vibration, construction traffic, and visual 
changes with construction of the tunnel 
(Option K) or new bascule bridge and 
ramps (Option L). 
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6.3 Social Elements 

near UW facilities along Montlake Boulevard East. For the SDEIS options, 
construction truck trips through the University District would use Montlake 
Boulevard, NE Pacific Street, and 15th Avenue NE. The Preferred 
Alternative has a more limited extent and would not propose to use haul 
routes on these streets. 

Under Options K and L, construction activities would affect access to 
UW’s south campus and athletic facilities. Students, employees, and visitors 
who use Montlake Boulevard East and NE Pacific Street to access the 
campus would experience additional congestion and longer travel times. 
Construction of the tunnel or new bascule bridge for Option L across the 
Montlake Cut and lowering the NE Pacific Street/NE Montlake Boulevard 
intersection would create longer and more intense construction effects. 
Construction activities and increased truck traffic would last for 
approximately 48 months. Noise, dust, vibration, construction traffic, and 
visual changes on the UW campus would be greater for Options K and L 
than for the Preferred Alternative or Option A. 

For the Preferred Alternative, bascule bridge construction would be limited 
to the area adjacent to the Montlake Cut and north to the intersection of 
Montlake Boulevard East and NE Pacific Street. Construction activities and 
increased truck traffic would occur for approximately 29 months. 

Madison Park 

Madison Park neighborhood residents along the shoreline south of SR 520 
would have the potential to experience increased noise and visual effects 
from work bridges, barge activity, demolition, and construction of the west 
approach. Noise and other effects would vary during the approximately 
59 months anticipated for construction of the west approach, depending on 
which activities are occurring.  

Although construction of the new west approach is expected to last up to 
57 months, pile-driving activities would occur for only a small portion of 
that time. Table 6.3-2 shows the expected number of months that pile-
driving would occur during each construction year for the west approach 
work bridges (the table is representative of all options). In addition, pile-
driving would occur over several non-contiguous periods, not continuously 
over the entire 59 months. 

KEY POINT 

UW Medical Center 

Under Options K and L, closure of 
NE Pacific Street could affect response 
times and emergency access to UW 
Medical Center. 

Table 6.3-2. Pile-Driving for the West Approach Work Bridges 

Year 1 Year 2 Year 3 Year 4 Year 5 

Timing Aug-Mar Nov-Mar Sept-Dec N/A N/A 

Durationa 8 months 5 months 5 months N/A N/A 

Total Piles 900 450 700 N/A N/A 

aDuration is not continuous.� 
N/A = not applicable� 
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6.3 Social Elements 

For all options during construction, the closure of the Lake Washington 
Boulevard ramps would require a change in travel patterns for residents in 
Madison Park who use Lake Washington Boulevard through the 
Arboretum. 

Laurelhurst 

Laurelhurst neighborhood residents along the Lake Washington shoreline 
north of SR 520 could experience noise and visual effects from 
construction of the west approach. The construction work bridges, barges, 
and heavy equipment used to demolish and construct the west approach 
would create noise and visual effects for residents, particularly due to the 
topography of the area and the views from the properties toward the 
bridge. Noise and other effects would vary during the approximately 
57 months anticipated for construction of the west approach, depending on 
which activities are occurring.  

Medina 

The freeway transit station at Evergreen Point Road would be closed 
intermittently during construction of the Eastside transition area. Shuttle 
service between the Evergreen Point Freeway Transit Station and the transit 
stop at 92nd Avenue NE may be provided. Views of Lake Washington 
from residences along the Medina shoreline would also be affected by 
replacement of the Evergreen Point Bridge. Haul routes for construction of 
the east approach would travel westbound on SR 520 to I-5 or eastbound 
SR 520 to I-405. Construction near Fairweather Park would occur within 
existing WSDOT right-of-way, and would consist of minor grading and 
restriping of SR 520. 

Medina residents north and south of SR 520 would experience noise 
effects, including noise from pile-driving. Pile-driving activities would occur 
over approximately 3 months during the first year of construction and 
4 months during the second year of construction of the East Approach 
structures (Table 6.3-3; the table is representative of all options). Pile-
driving would occur over several non-contiguous periods, not continuously 
for the entire period. Noise effects would be very loud (up to 105 dBA) 
during pile-driving activities. 

Table 6.3-3. Pile-Driving for the East Approach Work Bridges and Falseworks 

Year 1 Year 2 Year 3 Year 4 

Timing Aug-Oct Oct-Jan N/A N/A 

Durationa 3 months 4 months N/A N/A 

Total Piles 450 700 N/A N/A 
aDuration is not continuous. 
N/A = not applicable 
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6.3 Social Elements 

How would project construction affect low-income, 
minority, and LEP populations? 

Neighborhoods 

Construction would affect low-income, minority, and limited-English-
proficient (LEP) residents of neighborhoods in the project study area in the 
same way that it would affect other residents. As discussed in Chapter 5, 
demographic analysis shows that neighborhoods in the project study area 
have relatively low proportions of low-income, minority, or LEP 
populations compared to adjacent, unaffected neighborhoods. 
Construction-related effects on neighborhoods would not fall 
disproportionately on low-income, minority, or LEP populations. 

The majority of construction effects associated with the Preferred 
Alternative and SDEIS Options A, K, and L would occur within the 
Montlake neighborhood. This neighborhood has relatively low percentages 
of low-income, minority, and LEP residents (3 percent low-income, 
13 percent minority, and less than 1 percent LEP). The University District 
has the highest concentrations of minority populations (44 percent minority 
and just over 3 percent LEP). The University District would experience 
construction effects near the south end of the neighborhood in the vicinity 
of the Montlake Bridge under the Preferred Alternative and Option A and 
Husky Stadium under Options K and L. However, because no residences 
are near where construction activities would occur, no negative effects are 
expected.  

Tribal Fishing 

The construction limits of the Preferred Alternative and all SDEIS options 
would be within the usual and accustomed fishing areas of the federally 
recognized Muckleshoot Indian Tribe. The tribe’s usual and accustomed 
fishing areas within the project area include all of Lake Washington, the 
Ship Canal, and other areas where pontoons would be outfitted and 
transported. Pontoon construction and transport are addressed in the 
Construction Techniques and Activities Discipline Report Addendum and 
Errata (WSDOT 2011b and in Section 6.15 of this Final EIS. The 
Muckleshoot Indian Tribe may harvest salmon from the study area 
pursuant to judicially recognized treaty rights, as interpreted by the Boldt 
Decision of 1974. In effect, the Boldt Decision affirmed that tribes had 
retained the right to fish at “usual and accustomed” fishing areas when they 
signed treaties with the U.S. government in 1854 and 1855, according to the 
Web site Historylink.org (Historylink.org 2010). In addition to fishing 
rights, treaty rights include hunting, gathering, and other rights, reserved 
under the Point Elliott and Medicine Creek treaties. 

Usual and accustomed fishing areas are crucially important to the 
livelihood, lifestyle, and identity of Muckleshoot Indian Tribe members. 
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6.3 Social Elements 

According to the official Muckleshoot Indian Tribe Web site, 
Muckleshoot.nsn.us: 

Perhaps the most important element of the Muckleshoot Tribe's 
battle for recognition of its inherent rights as the original people of 
this ecosystem was the battle over treaty fishing rights. The right of 
tribal members to take Salmon at all of their “usual and 
accustomed” fishing sites was explicitly guaranteed in the treaties, 
and efforts to reassert those rights led to the so-called “Fish Wars” 
of the 1960s and 70s. The subsequent Boldt Decision, which 
reaffirmed the Tribe's treaty fishing rights, had a vast impact on the 
Muckleshoot Tribe, resulting in improved economic conditions and 
an opportunity to serve as co-manager of regional salmon 
resources. Many of today's Tribal leaders were active participants in 
the Fish Wars. 

Constructing the Preferred Alternative could prevent or limit access to 
usual and accustomed tribal fishing areas because of the following: 

�’� Existing areas used by the Muckleshoot Indian Tribe for fishing would 
be partially obstructed. 

�’� Navigation channels would close during construction of the bridge’s 
new spans and demolition of the existing bridge spans over the 
navigation channels. For example, under the Preferred Alternative, 
WSDOT would close down Montlake Cut to all boat traffic periodically 
over a 3 to 4 week period for a total of approximately 6 full (24 hour) 
days. To reduce the potential effects of construction activities on tribal 
fishing vessel traffic, the bridge would be constructed one leaf at a time, 
so that half the bridge could remain open through some of the 
construction process. 

�’� Construction-related vessel and barge movement in Portage Bay, Union 
Bay, Lake Washington, and the Puget Sound could interfere with tribal 
fishing. Construction barges would likely only be located in the 
Montlake Cut during actual bridge assembly work. 

�’� Pontoon storage and staging areas could limit access to tribal fishing 
areas. 

�’� The Muckleshoot Indian Tribe would lose access to fishing areas for 
several years while in-water work is taking place. 

Construction activities might also adversely affect treaty fisheries resources 
by limiting the availability of fish for subsistence, ceremonial, and 
commercial purposes. In general, construction of the Preferred Alternative 
could adversely affect fish population productivity, aquatic habitat, and 
migration of juvenile and adult fish. According to the Ecosystems 
Addendum and Errata (see Attachment 7), under the Preferred Alternative, 
the following construction effects may create adverse conditions for fish 
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6.3 Social Elements 

populations in usual and accustomed tribal fishing areas in Lake 
Washington and nearby waterways: 

�’� In-water construction could harm fish. For example, driving steel piles 
with an impact hammer might injure or kill fish. Similar to Option A, 
the Preferred Alternative would involve substantially less in-water and 
over-water work than Option K, lessening opportunities to harm fish. 
Based on site-specific pile-driving evaluations (WSDOT 2010b), sound-
reducing BMPs can reduce underwater pile-driving noise levels to 
background levels within 380 feet of the pile-driving location. In 
addition, these BMPs can reduce the range at which a single pile strike 
could produce sound levels capable of injuring fish to less than 1 meter 
from the pile-driving location. The Preferred Alternative would require 
about 3,500 in-water piles, which is at the upper end of the range for 
the SDEIS options (2,900 to 3,700 piles) for construction of the bridge. 
The Hydraulic Permit Approvals that would need to issued prior to 
start of this type of work would determine the appropriate time of year 
and duration for this activity. 

�’� Construction activities in the primary migration route could cause some 
adult fish to delay or avoid going through construction areas in Lake 
Washington, which could lead to adverse effects. For example, adult 
fish could die before spawning, which would adversely affect salmon 
populations in Lake Washington. According to the Ecosystems 
Discipline Report Addendum and Errata (Attachment 7), substantial 
portions of the project alignment do not appear to provide preferred 
habitat for native salmonid and other fish species. Migrating salmonids 
typically pass through the project site relatively quickly, so long-term 
displacement of individual fish due to construction is not expected. 

�’� During construction, unintentional sediment discharge from installing 
the permanent support column, falling debris during construction of 
the new bridge, and demolition of the existing bridge deck could injure 
or kill fish or lead to changes in fish behavior. WSDOT would use 
standard over-water and in-water and demolition BMPs to prevent 
such discharge and falling debris. Therefore, this process would have 
limited potential to adversely affect fish or aquatic habitat in the area. 

�’� Accidental spills of hazardous materials or pollutants in the water could 
kill or harm fish. WSDOT would use BMPs to prevent such spills. 

�’� Lighting associated with nighttime highway construction could affect 
the distribution and behavior of fish, depending on the intensity and 
proximity to the water. It is expected that construction lighting would 
be used to a greater extent between late summer and early spring. Few 
juvenile salmon are expected to appear in the study area during this 
time of year. Therefore, WSDOT does not anticipate substantial 
adverse effects from construction lighting. 
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6.3 Social Elements 

�’� As with the SDEIS options, WSDOT would need to build construction 
work bridges along both sides of the existing bridge structure (see 
Exhibit 9 in the Social Elements, Public Services, and Utilities 
Discipline Report Addendum and Errata in Attachment 7). These work 
bridges would create shading of open water in usual and accustomed 
tribal fishing areas during construction. Areas under these structures 
would probably not provide optimal conditions for aquatic plant 
growth because of light restrictions. This could directly or indirectly 
affect fish (including native salmonid) potentially affecting salmonid 
migration and the distribution of predators. However, work bridges 
would be confined primarily to shallow water areas, where expansive 
aquatic vegetation limits use by juvenile and adult salmonids. The 
Preferred Alternative would result in 10.9 acres of over-water shading 
from work bridges during construction, which is within the range of the 
SDEIS options (10.3 to 11.8 acres). These construction work bridges 
would be in place for 36 to 60 months, depending on location. 

�’� Construction barges temporarily anchored in deep water would also 
create shading, similar to the SDEIS options. 

WSDOT has determined that there would not be a disproportionately high 
and adverse effect to tribal fishing because of the project, regardless of the 
build option. This is because WSDOT will continue to work through 
government-to-government consultation with the Muckleshoot Indian Tribe 
on an agreement to resolve fully and fairly issues associated with the impacts of 
the project on treaty rights. 

Foster Island 

The Preferred Alternative and all options would affect the Foster Island 
traditional cultural property (TCP) through construction activities and by 
requiring additional land for construction easements beyond the permanent 
right-of-way expansions. The construction easement would be on the north 
side of the existing right-of-way.  

The Preferred Alternative and Options A and L would require clearing and 
grading on Foster Island, as well as small amounts of excavation for 
placement of bridge columns. Option K would require 2.8 acres of 
excavation on Foster Island for pilings and to accommodate the land 
bridge. Therefore, the potential for encountering cultural resources would 
be greater for Option K than for the Preferred Alternative or Options A 
and L due to the higher degree of ground disturbance. 

In consultation with interested and affected tribes, WSDOT has determined 
that the construction of the Preferred Alternative would diminish the 
integrity of the Foster Island TCP and contribute to the project’s adverse 
effect on historic properties. If project construction were to encounter 
important cultural resources of significance to Native American tribes on 
Foster Island, a minority population could predominantly bear construction 

KEY POINT 

Foster Island 

Option K would have the greatest effect on 
the Foster Island TCP and the highest 
potential to encounter cultural resources 
due to the larger amount of excavation in 
this area. 
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6.3 Social Elements 

effects. If this were to occur, Native American tribes are expected to 
experience disproportionately high and adverse effects. As such, FHWA 
and WSDOT would need to consult with the tribes and the Department of 
Archaeology and Historic Preservation (DAHP), FHWA, and WSDOT to 
identify appropriate mitigation measures. 

How would construction of the project affect public 
services and utilities? 

Construction activities along Roanoke Street would occur adjacent to 
Seattle Fire Department Station 22 and the Washington State Patrol. Access 
and egress would be maintained at all times for these two public service 
providers. The Delmar Drive East bridge would have been closed under 
SDEIS Options A, K, and L, although this closure was not expected to 
result in negative effects on emergency response times because the 
temporary bridge at 10th Avenue East would be constructed prior to any 
demolition work. Under the Preferred Alternative, both 10th Avenue East 
and Delmar Drive East would remain open during construction. Detour 
routes and access interruptions would be developed and shared with these 
providers in advance to minimize effects. 

Construction-related closures of the Lake Washington Boulevard ramps 
would change emergency vehicle access to the UW Medical Center. Detour 
routes would be developed in advance and shared with providers of fire, 
emergency medical, and police services to minimize negative effects. 

Increased police security may be needed to protect equipment and materials 
at construction sites and staging areas. Also, depending on the magnitude of 
construction that is occurring along the corridor, there could be an 
increased demand on emergency medical aid from fire departments due to 
the increased risk of construction site accidents. A westbound left-turn 
pocket from NE Pacific Place would be added to the Montlake Boulevard 
NE/NE Pacific Place intersection to accommodate turning vehicles. 

WSDOT’s existing system of lighting, traffic control, and ramp metering 
would continue during construction. The use of temporary electrical 
systems would ensure that traffic control systems and lighting on temporary 
bridges and construction areas are able to operate without interruption. 

Pile-driving, earth-moving, and roadway alignment work may affect utilities 
both below ground (pipes and conduits) and above ground (overhead 
wires). Utility lines and/or cables may be rerouted or protected in place, 
which could cause temporary outages. These outages would likely be short-
term and intermittent. As described in Section 6.1, temporary roadway 
realignments could require construction of temporary trolley wire, including 
providing new switches and poles along the route or other changes to the 
transit facilities. 

SR 520, I-5 TO MEDINA: BRIDGE REPLACEMENT AND HOV PROJECT | FINAL EIS AND FINAL SECTION 4(F) AND 6(F) EVALUATIONS 6.3-14 



 
  

    

  
 

  
 

 
  

 

 

 
 

 

 

 

  
 

 
 

 
  

 

 

 

  
  
 

 

  

  

6.3 Social Elements 

Relocation of some utilities may affect other utilities near the relocation 
work. These effects would be reviewed and approved on a case-by-case 
basis prior to action. Before construction, WSDOT would prepare a 
consolidated utility plan verifying the exact location and depth of utilities 
with utility providers, and construction methods would be developed to 
minimize utility effects. For utilities with WSDOT franchise agreements, 
any relocation would be addressed under the provisions in each provider’s 
agreement. 

How would the project minimize negative effects 
during construction? 

Potential best management practices that WSDOT may implement to avoid 
or minimize construction effects during construction are identified below. 

Social Elements 

�’� WSDOT is developing a community construction management plan to 
help minimize the effects of construction activities on affected 
communities. 

�’� A traffic management plan would be prepared that would identify 
measures and practices to minimize construction effects on local 
streets, transit and transit users, property owners, and businesses (see 
Section 6.1, Transportation). 

�’� Where practicable, construction access to and from the construction 
zones would be provided from SR 520 and existing on- and off-ramps 
to reduce the volume of construction trucks using the residential 
streets. 

Additional minimization measures to reduce noise and dust levels, minimize 
visual effects, reduce traffic congestion, and minimize effects on park and 
recreational facilities during construction are identified in Section 6.4, 
Recreation; Section 6.5, Visual Quality; Section 6.7, Noise; and Section 6.8, 
Air Quality. 

Environmental Justice 

�’� WSDOT is coordinating with the Muckleshoot Tribe to identify 
important access points to usual and accustomed fishing areas in areas 
where proposed structures would be built. There would be additional 
coordination to avoid construction conflicts with tribal fishers 
harvesting salmon in Portage Bay, Union Bay, and Lake Washington. 

�’� During construction, BMPs would be required to minimize the 
potential adverse effects of pile-driving, falling debris, unintentional 
discharge of sediment, and other construction effects that could harm 
fish habitat. 
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6.3 Social Elements 

�’� Construction would be restricted to identified in-water work windows 
in order to reduce potential adverse effects on fish populations or 
habitat. 

�’� Mitigation measures to restore shorelines, floodplain areas, wetlands, 
and riparian vegetation would be implemented to compensate for 
effects on habitat (see Section 6.11, Ecosystems). 

�’� In the event construction encounters previously unidentified cultural or 
archaeological resources on Foster Island, the resources would be 
evaluated to assess their historical significance, and WSDOT would 
consult with the tribes and the Washington State Department of 
Archaeology and Historic Preservation to determine appropriate 
avoidance, minimization, and mitigation measures for any NRHP-
eligible resources as part of the project’s archaeological treatment plan. 

Public Services and Utilities 

�’� WSDOT will work with affected communities to provide advance 
notice of any service disruptions or outages. 

�’� WSDOT will notify service providers of construction schedules, street 
closures, and utility interruptions in advance. 

�’� WSDOT will coordinate with law enforcement agencies to implement 
crime prevention plans for construction sites and staging areas. 

�’� WSDOT will notify and coordinate with police departments prior to 
construction to plan for adequate staffing for traffic and pedestrian 
movement control. 

�’� WSDOT will notify and coordinate with the fire departments 
throughout project construction regarding traffic congestion and road 
closures. 

�’� WSDOT will notify and coordinate with fire departments for water line 
relocations that could affect water supply for fire suppression, and 
establish alternative supply lines prior to any service interruptions. 

�’� WSDOT will notify and coordinate with fire departments for utility 
service interruptions (power and phone) that could affect fire detection 
and notification systems, and establish alternatives prior to any service 
interruption. 

�’� WSDOT will work with utility service providers to prepare a 
consolidated utility engineering plan consisting of key elements such as 
existing locations, potential temporary locations, and potential new 
locations for utilities; prepare sequenced and coordinated schedules for 
utility work; and develop detailed descriptions of any service 
disruptions. 
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6.4 Recreation 

6.4 Recreation 

Three types of construction effects would occur at parks and recreation 
resources in the project area: temporary easements that close portions of 
parks during construction periods; temporary activities that would close or 
reroute trails and recreational boating access; and offsite work that would 
create traffic or noise effects. Permanent, full park acquisitions (Bagley 
Viewpoint and McCurdy Park) and permanent effects from right-of-way 
acquisitions were discussed in Section 5.4. Those acquisitions would occur 
at the start of construction. 

Depending on the Preferred Alternative or SDEIS option, the project 
would require construction easements in parts of Interlaken Park, Montlake 
Playfield, East Montlake Park, University of Washington Open Space, and 
Washington Park Arboretum. Construction would also require periodic 
closures of portions of the Bill Dawson Trail and the Arboretum 
Waterfront Trail. Table 6.4-1 and Exhibit 6.4-1 show the recreation areas 
affected by construction closures. 

Construction effects occurring at or in the vicinity of parks located in the 
same general areas are grouped and discussed together in this section by 
alternative. 

Table 6.4-1. Construction Easements in Parks (acres) 

Resource Park Size 
Preferred 

Alternative 
Option 

A Option K Option L 

Rogers Playground 1.9 0 0 0 0 

Roanoke Park 2.2 0 0 0 0 

Interlaken Park 51.7 0 0.05 0.05 0.05 

Montlake Playfield 26 3.2a 1.8 a 2.6 a 2.1 a 

East Montlake Park 8.8 1.2 1.1 0.4 1.1 

Washington Park 230 1.8 1.8 5.2 2.3 
Arboretum 

University of Washington 3 1.2 1.2 0.8 1.5 
Open Space 

Total Effects -- 7.4 5.9 9.0 6.9 

Note: Adding the suboptions to Option A would temporarily affect an additional 0.1 acre of East Montlake 
Park and 0.3 acre of the Arboretum during construction. Adding the suboptions to Options K and L would 
result in no measurable difference in the park effects listed in this table. 
a Construction easments include the submerged lands north of the Portage Bay Bridge. The Preferred 
Alternative includes an additional 1.5 acres of construction easement for barge work area. If Option A, K, 
or L were advanced as the build alternative, the construction easement in Montlake Playfield would also 
need to increase by an additional 1.5 acres. 
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6.4 Recreation 

Exhibit 6.4-1. Construction Effects on Parks 
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6.4 Recreation 

How would construction affect recreation resources? 

I-5/Roanoke Area 

The parks and recreation features in this area that were evaluated for 
construction effects are Rogers Playground, Roanoke Park, and Interlaken 
Park. The Bagley Viewpoint, discussed in Sections 4.1 and 5.1, would have 
been acquired at the start of construction in the area. Exhibit 6.4-2 shows 
the location of these features, and Table 6.4-1 confirms that there would be 
no temporary easements in these parks under the Preferred Alternative or 
any SDEIS option. 

KEY POINT 

The Preferred Alternative and all options 
would acquire Bagley Viewpoint in its 
entirety, and all options would include a 
proposed haul route adjacent to Roanoke 
Park. Construction effects on both of these 
parks would be the same for all options.  
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6.4 Recreation 

Preferred Alternative 

There would be no construction easements needed within any of these 
parks under the Preferred Alternative, and construction in the I-5 area is 
estimated to last up to 26 months. 

The effects of construction on the views and background noise levels at 
Rogers Playground would be minimal. The closest construction activities to 
Rogers Playground would be haul trucks traveling along Boylston Avenue 
East as described below. Noise, visual quality, or dust effects that might 
otherwise occur at Rogers Playground would be blocked by the The Option 
Program at Seward (TOPS) School buildings and street trees located along 
the playground. Street trees located along both East Louisa Street and East 
Roanoke Street would also block views, noise, and dust effects. There 
would be no change in vehicular or bicycle/pedestrian access to the 
playground or to on-street parking nearby during construction. 

Activities associated with construction of the 10th Avenue East/Delmar 
Drive East lid would occur near or adjacent to Roanoke Park, creating 
increased noise and traffic near the portion of the park closest to 
construction work as it progresses. The park is located on East Roanoke 
Street, which is also a proposed haul route. Bicycle and pedestrian access to 
the park from East Roanoke Street would not be limited during 
construction because the sidewalk along the north side of the street would 
remain open. None of the access points along the park’s perimeter or the 
on-street parking around the park would be disturbed by construction. 

Both Boylston Avenue East and East Roanoke Street near the Rogers 
Playground and Roanoke Park would potentially be used intermittently as a 
secondary haul truck route. This means that on most days, there would be 
no noticeable difference in traffic volumes from existing conditions as a 
result of using the roadway for hauling. Section 6.1 provides more 
information on haul trip volumes. Chapter 3 provides a discussion of haul 
truck trips and a description of project staging and likely timing of work 
near the parks. 

Interlaken Park is divided into two portions by Delmar Drive East, and the 
work associated with the construction of the 10th Avenue East/Delmar 
Drive East lid would stop short (approximately 100 feet to the north) of the 
park. There would be no effects on bicycle and pedestrian traffic traveling 
south into Interlaken Park along this route. Users of the northern portion 
of the park would be able to hear noise from pile-driving associated with 
the Portage Bay Bridge (for approximately 14 months) and likely some of 
the construction work associated with the 10th Avenue East/and Delmar 
Drive East lid. Use of Delmar Drive East as a potential secondary haul 
route would not produce traffic, noise, or dust that would substantially 
affect users of Interlaken Park. See Section 6.1 for more information on 
haul routes including volumes of trucks. 
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6.4 Recreation 

Options A, K, and L 

The effects on Rogers Playground and Roanoke Park would be generally 
the same as under the Preferred Alternative. The same haul routes would be 
used for construction of these options as for construction of the Preferred 
Alternative.  

Since publication of the SDEIS, the construction easement in Interlaken 
Park has been eliminated. There would be no easement needed in the park 
under these options (Exhibit 6.4-2 and Table 6.4-1). Delmar Drive East 
would be closed temporarily during construction of the 10th Avenue East 
and Delmar Drive East lid. Bicyclists and pedestrians who currently use the 
on-street bike path to access the park would be routed along the 10th 
Avenue East construction crossing. Construction noise in the park would 
be similar to that for the Preferred Alternative. 

Portage Bay/Roanoke Area 

The parks and recreation features in this area that were evaluated for 
construction effects are the Montlake Playfield, Bill Dawson Trail, private 
recreational boating and moorage on Portage Bay south of SR 520, the 
Queen City Yacht Club, and the Seattle Yacht Club. Exhibit 6.4-3 shows 
the location and Table 6.4-1 discloses the construction easements proposed 
at the Bill Dawson Trail and the Montlake Playfield. 

Preferred Alternative 

Within the Montlake Playfield (including the submerged lands that are part 
of the site), approximately 3.2 acres of construction easement would be 
needed for the work bridge that would be used to widen the existing 
Portage Bay Bridge and construct the new Montlake Boulevard ramp. The 
work bridge would remain in place to support demolition of the existing 
Portage Bay Bridge and construction of the new bridge and ramp over a 
period of approximately 64 to 72 months. The work bridge would be in the 
water adjacent to the Portage Bay Bridge, as well as on approximately 
0.3 acre of land on-site where there are no developed features. This on-land 
portion of the park does need see a great amount of use. 

Construction activities in the vicinity of the park would generate noise and 
vibration and would change views from the park for the construction 
duration. There would be no physical impediment to launching and landing 
of hand-carry boats at the shoreline of the park. There would be no change 
to the park’s access points for motor vehicles or to on-street parking. 

During construction, the segment of the Bill Dawson Trail within the 
WSDOT right-of-way and north of SR 520 would be closed. Detours for 
pedestrians and bicyclists who would normally use this trail would be 
provided using on-street and sidewalk connections to maintain trail 
connectivity between Montlake Boulevard and Montlake Playfield, as 
shown on Exhibit 6.4-3. 

KEY POINT 

Work Bridges 

The Preferred Alternative and all SDEIS 
options would construct work bridges in 
Portage Bay, Union Bay, and Lake 
Washington in the west approach area. The 
use of recreational vessels such as canoes 
or kayaks would be prohibited beneath the 
work bridges at times during construction 
for public safety.  
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6.4 Recreation 

Exhibit 6.4-3. Construction Effects on Montlake Playfield 
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6.4 Recreation 

During construction in Portage Bay, access to and from the private 
moorage at the Bayshore Condominiums along the south end of Portage 
Bay would be limited. Work bridges would be designed to provide limited 
clearance underneath, but at times access beneath the work bridges would 
not be possible in order to ensure public safety. Boats would also not be 
allowed to pass underneath the Portage Bay Bridge during demolition 
activities. A work bridge would be needed on the north side of the Portage 
Bay Bridge to demolish the existing structure and build the new one 
(Exhibit 6.4-3). Barges would be used to haul material to the construction 
site and would be moored underneath the Portage Bay Bridge for some 
construction activities. Barges moving into this area would not be a regular 
occurrence and they would not be moored in locations that would affect 
boat movement to and from the yacht clubs. 

The slips on the south side of the Queen City Yacht Club’s south dock 
(underneath the right-of-way) would be unavailable for the construction 
duration There would be no effects on the Seattle Yacht Club’s property or 
moorage. Water access to the Seattle Yacht Club and the Queen City Yacht 
Club would be affected at times during construction (as barges travel by or 
during construction of the work bridge north of SR 520, for instance). 
Traffic to and from the yacht clubs on and around Opening Day of boating 
season would not be impeded by construction or barge movement and 
moorage because WSDOT would time its construction activities to avoid 
such interference. Access to the yacht club from area streets would be 
maintained at all times. Other likely types of effects on the yacht clubs 
would be generation of noise and vibration, and changes to views. During 
the estimated 64 to 72 month construction period associated with the 
Portage Bay Bridge, pile-driving to install the work bridges would be the 
most intrusive activity, and it would generate noise and vibration for 
approximately 14 months, non-consecutively, during the overall 
construction period. 

Options A, K, and L 

Options A, K, and L would have construction effects similar to the 
Preferred Alternative's except that the duration of construction and the area 
of construction easement would be different due to the different Portage 
Bay Bridge configurations. As seen in Table 6.4-1, Option A would require 
a 1.8-acre construction easement for the bridge; Option K’s easement 
would be 2.6 acres; and Option L’s easement would be 2.1 acres. 

Closures of the Bill Dawson Trail would occur for the duration of 
construction in this area (estimated at about 72 months) with these options 
during rebuilding of the Portage Bay Bridge and the Montlake Boulevard 
interchange. As with the Preferred Alternative, detours for bicyclists and 
pedestrians using the trail would be provided. See Chapter 9 for more 
information on the Bill Dawson Trail and Section 4(f). 
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6.4 Recreation 

Montlake Area 

The parks and recreation features in this area that were evaluated for 
construction effects are the East Montlake Park and the University of 
Washington Open Space. Exhibit 6.4-4 shows the location and Table 6.4-1 
discloses the construction easements proposed at both parks. 

Preferred Alternative 

The Preferred Alternative would temporarily affect 1.2 acres of East 
Montlake Park (Exhibit 6.4-4). McCurdy Park (discussed in Sections 4.4 and 
5.4) is adjacent to East Montlake Park, and would be acquired and 
permanently closed at the start of construction. Only the northern portion 
of East Montlake Park would remain in recreational use during 
construction. The areas not closed to the public would continue to provide 
access to Lake Washington, the Ship Canal Waterside Trail, the Arboretum 
Waterfront Trail, and the Montlake Cut. The shoreline areas of the park are 
where the most intensive recreation activity generally occurs. The kayak and 
canoe launch point on the Lake Washington shoreline would be periodically 
inaccessible, but would remain open and accessible for most of the 
construction period. Some parking would be retained on-site during the 
majority of the construction phase. 

The 24th Avenue East crossing of SR 520, which provides access to East 
Montlake Park and is a designated city bike route, would also be closed at 
times during construction, with detours directed to Montlake Boulevard. 
The northern portion of East Montlake Park and the trailheads for the 
Arboretum Waterfront Trail and the Ship Canal Waterside Trail in East 
Montlake Park would remain open during construction, with exceptions as 
noted below. 

Construction would occur in the park and near the site for up to 
56 months, slightly longer than the anticipated with Option A because of 
the larger Montlake lid design and construction staging schedule developed 
for the Preferred Alternative. 

During construction of the second bascule bridge over the Montlake Cut, a 
portion of the Ship Canal Waterside Trail in East Montlake Park would be 
periodically closed for safety reasons. The new bascule bridge would be 
located east of the existing bridge and its construction would mainly affect 
access to the University of Washington Open Space and associated 
Waterfront Activities Center (WAC). WSDOT would have permanently 
acquired approximately a quarter acre of the University of Washington 
Open Space (Exhibit 6.4-4) to construct the new bascule bridge and a 
stormwater treatment bioswale, and these areas would be unavailable for 
recreational use from the start of construction. An additional 1.2 acres of 
open space within the western third of the park would be used for 
construction staging and would be unavailable for recreation for 
approximately 56 months. 

KEY POINT 

East Montlake Park, McCurdy Park, 
and the University of Washington 

Open Space 

The Preferred Alternative and all options 
would affect East Montlake Park and the 
University of Washington Open Space. All 
options would permanently acquire 
McCurdy Park and a portion of East 
Montlake Park prior to the start of 
construction. The scale and intensity of 
construction near these parks would vary 
among the options. 

KEY POINT 

Trails 

The Preferred Alternative and SDEIS 
options would require periodic closures of 
portions of the Ship Canal Waterside Trail 
and portions of the Arboretum Waterfront 
Trail. The kayak and canoe launch point on 
the Lake Washington shoreline at East 
Montlake Park would also be periodically 
inaccessible. 
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6.4 Recreation 

Exhibit 6.4-4. Construction Effects on Parks in the Montlake Area 
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6.4 Recreation 

Pedestrian and vehicle access to the University of Washington Open Space 
and associated features and facilities (the WAC and the Canoe House to the 
east of the site) would be provided at all times and there would be no 
effects on boating access to and from the University of Washington Open 
Space. Some of the vehicle parking that can be used for access to the 
University of Washington Open Space, approximately 10 spaces in Husky 
Stadium Parking Lot E11, would be used for construction staging and 
temporarily unavailable, but would be restored after construction. 
Following construction, areas of construction easement would be restored 
to their current recreation uses.  

Construction would generate noise and changes to the aesthetic component 
of the University of Washington Open Space during the estimated 
56 month duration of activity on this site. Noise would be noticeable to 
open space users as well as recreational bicyclists and pedestrians on 
Montlake Boulevard, and the loudest work would likely occur during 
construction of the new bascule bridge span and roadway paving. Although 
construction activities would generate dust, park effects due to dust would 
not occur with use of appropriate and required best management practices 
(BMPs).  

Option A 

With Option A, 1.1 acres of East Montlake Park would be temporarily 
affected (Exhibit 6.4-4). In combination with permanent closure of a 
portion of East Montlake Park and all of McCurdy Park, this would result 
in closure of over 60 percent of the parks’ current area during construction. 
The temporary construction easement would be used for staging and for 
construction of the westbound off-ramps and detention ponds. Only the 
northern portion of East Montlake Park would remain open to the public 
during construction, and the effects on the recreational uses would be 
similar to those described for the Preferred Alternative. Construction of the 
new Montlake bascule bridge under Option A would result in recreation 
effects at the University of Washington Option Space similar to those 
described above for the Preferred Alternative. 

Option K 

Construction activities for Option K would occur over a longer duration 
than the Preferred Alternative or Option A (an estimated 66 to 70 months). 
A cut-and-cover tunnel and freeze pit would be constructed in East 
Montlake and McCurdy parks, creating a greater level of noise, visual 
quality, and construction traffic effects and possible dust effects because 
these areas would require the excavation of a substantial amount of soil. 

Option K would temporarily affect 0.4 acre of parkland in East Montlake 
Park (Exhibit 6.4-4). In combination with the permanent acquisition in East 
Montlake Park and all of McCurdy Park, approximately 80 percent of the 
parks’ area would be closed for the duration of construction. Only a small 
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6.4 Recreation 

area in the northwest corner of East Montlake Park would remain in 
recreational use. The other construction effects of Option K, including 
temporary closure of trail access and watercraft launch points, would occur 
occasionally as with the Preferred Alternative, although most likely for 
longer periods of time due to the type of construction activities that would 
occur here (see Chapter 2). 

Because of the depth of the Option K tunnel and the supporting 
infrastructure, the types of construction effects at the University of 
Washington Open Space would differ from those of Options A and L. 
A construction easement of approximately 0.5 acre would be required on 
the site (Exhibit 6.4-4). 

Access to Walla Walla Road (which is used to access the WAC and Canoe 
House) through the Husky Stadium parking lot would be detoured for the 
duration of tunnel construction. Traffic destined for the E-12 parking lot or 
Walla Walla Road would be rerouted through the Montlake Boulevard/NE 
Pacific Street intersection. Much of the E-11 and E-12 parking lots would 
be used for construction staging; over500 parking spaces would be closed 
during this time. Access and parking effects on these resources are 
described in Section 6.1, Transportation. 

Tunnel construction would require temporary relocation of the WAC, 
which would affect the Washington Yacht Club, Sailing Team, Kayak Club 
(flat and white water), and Union Bay Rowing Club, which operate from 
that facility. The WAC also rents canoes and rowboats to the general public. 
Most renters use the canoes to cross the Montlake Cut and access the 
Arboretum. 

Some portions of the University of Washington Open Space, including the 
East Campus bike route and climbing rock, would not be accessible during 
construction of the tunnel and the lowered NE Pacific Street/Montlake 
Boulevard NE intersection.  

Option L 

Option L would temporarily affect 1.6 acres of area in East Montlake Park 
(Exhibit 6.4-4). Combined with 4.3 acres of permanent acquisition in East 
Montlake Park and 1.5 acres in McCurdy Park, this would close over 
75 percent of park area for approximately 60 to 66 months during 
construction. The other construction effects of Option L, including 
temporary closure of trail access and watercraft launch points, would be 
similar to those described above for the Preferred Alternative and 
Option A. 

Construction of the new bascule bridge across the Montlake Cut would 
require a 1.4-acre temporary construction easement through the University 
of Washington Open Space, which would affect access to the site for the 
duration of construction. Construction of the bridge span and support 
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6.4 Recreation 

columns would require periodic closure of the WAC, the climbing rock, and 
the Canoe House (east of the park). Lowering the NE Pacific 
Street/Montlake Boulevard NE intersection would affect access to Husky 
Stadium. As under Option K, Walla Walla Road would be detoured through 
the Husky Stadium south parking lot to the NE Pacific Street/Montlake 
Boulevard NE intersection. Bridge construction would relocate the 
climbing rock and portions of the East Campus Bike Route for the duration 
of construction. Close to 200 parking spaces would be closed in the Husky 
Stadium parking lot. Access and parking effects are discussed in Section 6.1. 

West Approach Area 

Under , the Preferred Alternative and SDEIS options, construction of the 
proposed improvements would require periodic closure of the section of 
the Arboretum Waterfront Trail crossing underneath SR 520 on Foster 
Island (Exhibit 6.4-5).  

The Preferred Alternative and SDEIS options would also remove the 
existing R.H. Thomson Expressway ramps. Although removal of the ramps 
would occur entirely on WSDOT property, adjacent areas would be 
affected by noise and vibration during their demolition. Dust would be 
generated during demolition activities, but would be controlled by 
construction BMPs and would not affect visitors to the Washington Park 
Arboretum or the Arboretum’s vegetation or wildlife. There would be 
negligible effects on access to the Arboretum from this demolition work. 
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6.4 Recreation 

Throughout the west approach area, WSDOT would use pile-driving 
techniques to construct temporary work bridges. Pile-driving would take 
place throughout the established in-water work windows for fish protection 
indicated in Chapter 3, but would be limited to daytime hours to minimize 
noise effects. See Section 6.7 for more information on construction noise. 

Preferred Alternative 

The Preferred Alternative would cross Foster Island within the Washington 
Park Arboretum on a pier and span bridge. Construction would include 
work bridges alongside the new SR 520 bridge alignment on Foster Island 
(see Chapter 3). Construction would require a temporary 1.8-acre easement 
on Foster Island for approximately 59 months to accommodate work 
bridges needed to demolish the existing SR 520 and construct the new 
bridges (Exhibit 6.4-5). While in place, the work bridges would change the 
views from the Washington Park Arboretum and construction activities, 
including pile-driving, would generate noise. The canoe and kayak launch 
point near the north end of Foster Island would remain in use during 
construction, but paddling would be restricted in the areas where the work 
bridges are being constructed or while demolition of the existing bridge is 
occurring overhead. 

Connectivity between the ends of the Arboretum Waterfront Trail (in 
Washington Park Arboretum and East Montlake Park) would be 
temporarily disrupted at times with the construction of SR 520 over Foster 
Island. Trail detours during these disruptions could not be provided simply 
because the existing crossing under SR 520 is the only one in the area and 
when work is occurring in that area, there would generally not be room for 
safe passage through the area. However, the closures of the trail would be 
for less than 6 months and access to the trail would continue to be available 
from either East Montlake Park or the Washington Park Arboretum at all 
times as discussed in Chapter 10. 

In addition to the construction closures of upland areas at the Arboretum, 
small boat movements would be restricted beneath the SR 520 bridge and 
the work bridges in areas where the work bridges are being constructed or 
while demolition of the existing bridge is occurring overhead. The Preferred 
Alternative would allow paddling in the waterways south of SR 520 during 
some portions of the construction period, but movement around Foster 
Island would be interrupted at times for safety reasons during the 
approximately 59 month duration of construction in this area. Work bridges 
would be removed after completion of the permanent structure. 

Option A 

Under Option A, a pier-and-span bridge would cross Foster Island, similar 
to the Preferred Alternative. However, Option A would be wider in this 
area than under the Preferred Alternative. The larger construction footprint 
on Foster Island would require 2.4 acres of construction easements for 
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6.4 Recreation 

work bridges and trail construction (Exhibit 6.4-6). Unlike the Preferred 
Alternative, Option A would not allow paddling in the waterways south of 
SR 520 during construction. All other construction effects would be similar 
to those described for the Preferred Alternative. 

Option K 

Under Option K, a land bridge would cross Foster Island, with the roadway 
lidded by an earthen berm. The Arboretum Waterfront Trail would be 
reconstructed over the land bridge and on fill material extending to the 
north end of Foster Island. A total of 5.2 acres of construction easements 
would be needed on Foster and Marsh Islands for work bridges, trail 
construction, and fill (Exhibit 6.4-6), but these areas would be revegetated 
and returned to park use once construction is completed. Construction 
would be ongoing in this general area for an estimated 70 months. 

Option L 

A pier and span bridge would cross Foster Island, similar to Option A. 
However, because SR 520 would be wider in this area than under Option A, 
there would be a larger construction footprint on Foster Island. This would 
require 2.3 acres of construction easements for work bridges and trail 
construction (see Exhibit 6.4-6). Construction is estimated to last for 
59 months. These areas would be revegetated and returned to park use once 
construction is completed. 

Lake Washington Area 

Preferred Alternative and SDEIS Options 

Although there are no formally designated recreation facilities on the waters 
of Lake Washington in the project area, construction activities for the 
floating bridge would affect people who are swimming or boating nearby. 
Construction of the new floating bridge and demolition of the existing 
floating bridge would last up to about 36 months. Construction work 
bridges and construction equipment in the area would affect views, while 
some construction noise would be audible to swimmers and boaters in the 
vicinity. Pile-driving to install the work bridges, demolition of the existing 
bridge, and construction of the new bridge would produce noise, visual 
quality, and effects for recreational boaters in the vicinity of the 
construction.  

During construction and demolition of the floating bridge, a navigation 
channel beneath SR 520 would be provided at all times. See Section 6.14 for 
construction effects on large vessel movements through the project area. 
Since publication of the SDEIS, WSDOT has performed additional 
construction staging review to ensure that deep-water access for larger 
boats to and from moorages on Lake Washington would be maintained 
during construction. 
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6.4 Recreation 

Exhibit 6.4-6. Construction Effects on the Washington Park Arboretum 
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6.4 Recreation 

Eastside Transition Area 

For the Preferred Alternative and the SDEIS options, no construction 
would occur within or near any of the Eastside parks. The nearest 
construction would be restriping of traffic lanes, which would not be 
expected to have any effect on Wetherill Nature Preserve, Points Loop 
Trail, Fairweather Park, or Hunts Point Park. 

How would the project minimize negative effects on 
recreation during construction? 

Mitigation measures for the identified project construction effects are as 
follows. WSDOT would: 

�’� Prepare a detour plan in coordination with Seattle Parks and Recreation 
to address the manner in which the Bill Dawson Trail and users of 
Montlake Playfield would be rerouted during times of trail closure.  

�’� Prepare a detour plan in coordination with Seattle Parks and Recreation 
to address the manner in which on-street bicycle traffic and the Ship 
Canal Waterside Trail would be rerouted during times of trail closure. 

�’� Prepare a detour plan in coordination with the Washington Park 
Arboretum and Seattle Parks and Recreation to address the manner in 
which Arboretum Waterfront Trail users and users of Foster Island 
would be rerouted during times of trail closure. 

�’� Construction activities, including barge traffic in Portage Bay and 
through the Montlake Cut, would be timed to avoid interference with 
special recreational boating events such as SeaFair and the week before 
and week after Opening Day of boating season. 

�’� Limited access clearance for boats moored in South Portage Bay would 
be maintained under the Portage Bay Bridge work bridges and the 
existing bridge when possible. If access and traffic could not be 
maintained, WSDOT would work with boat owners in South Portage 
Bay to find temporary alternate moorage. Passage for small boats 
would be maintained through the same areas, except when overhead 
work or demolition of the existing bridge structure would not allow for 
safe passage. 

�’� WSDOT, the City of Seattle, the University of Washington, and other 
appropriate regulatory agencies and stakeholders will determine the best 
methods for protecting specimen trees and important vegetation in the 
Arboretum. 

�’� To the extent possible, WSDOT would limit the noisiest construction 
activities to the least active times at area parks (not weekends or special 
events). 
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6.4 Recreation 

For Options K and L only, to minimize harm, WSDOT would: 

�’� Assist the University of Washington in identifying the location of 
temporary facilities for the Waterfront Activities Center during periods 
of closures and/or relocation.  

�’� Identify a location for replacing the climbing wall, the East Campus 
Bike Route, and associated pedestrian amenities. 
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6.5 Visual Quality 

6.5 Visual Quality 

Construction equipment would be noticeable throughout the active 
construction period, whether moving next to the traffic lanes during work 
hours or parked beside the roadway after hours. Also visible would be the 
results of ongoing construction and mitigation activities, such as 
construction bridges, exposed cut areas, stockpiled soil, silt fences and 
mulched areas, and temporary sedimentation ponds. These sights would be 
out of character with the project area and would greatly detract from visual 
quality, but they would not be permanent. WSDOT would remove 
equipment and restore the areas as soon as construction was complete. 

Roanoke Landscape Unit 

Construction activities in the Roanoke landscape unit would be visible from 
a few homes, the upper floors of Seward School, and nearby roadways and 
surface streets. The 26 months of construction activity associated with 
mobilization and construction of the new bicycle/pedestrian crossing at 
East Roanoke Street, eastbound and westbound mainline ramps, and 
reversible high-occupancy vehicle (HOV) ramp would have a high impact 
on visual character and quality for all viewers. However, viewpoints with 
long-distance views across Portage Bay or to the west would be minimally 
affected by construction in Roanoke because most construction activities 
would occur along the roadway corridor. 

The greatest effect on views would result from large-scale activities that 
involve heavy equipment and collectively span 26 months. These would 
include demolition of ramps and bridge overcrossings; construction of new 
ramps; replacement of bridges or bridge expansion at Roanoke Street, 10th 
Avenue East, and Delmar Drive East; and construction of the new 10th 
and Delmar lid. 

For SDEIS Options A, K, and L, construction equipment and activities 
would be visible from homes along I-5 because the newly constructed noise 
walls along Boylston Avenue and Harvard Avenue in the vicinity of 
Roanoke Street would be removed to build the I-5 lid. Construction of the 
Preferred Alternative would require much less time, and less of the existing 
noise wall would be demolished and replaced because of the smaller 
enhanced bicycle/pedestrian crossing. The new crossing would be about 
30 feet wide and would require much less time, activity, and equipment to 
construct than the 500-foot-long I-5 lid. 

For the SDEIS options, removal of the Delmar Drive East overcrossing 
and construction of detour bridges would result in the removal of Bagley 
Viewpoint and the tree buffer below it. Temporary detour bridges during 
construction of the new structures would be large, complex structures that 
would clutter views from the roadways and undercrossings. The Preferred 
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6.5 Visual Quality 

Alternative would not include the long-term closure at Delmar Drive East, 
and would not include the same kinds of detour bridges as described in the 
SDEIS. However, construction of the lid and new undercrossings for 10th 
Avenue East and Delmar Drive East would result in similar visual effects as 
the SDEIS options. 

Construction would remove some trees and shrubs from the I-5 median 
and in the I-5/SR 520 interchange. Preparation for constructing the 10th 
Avenue East/Delmar Drive East lid would permanently remove mature 
roadside trees and shrubs along both sides of SR 520. Views from homes 
that are currently screened by these trees and walls would then overlook 
ongoing construction actions and equipment. 

Portage Bay Landscape Unit 

Construction activities for the Preferred Alternative and all SDEIS options 
would be visible from most locations around Portage Bay. The greatest 
change to visual quality would result from the size and complexity of work 
bridges on both sides of the Portage Bay Bridge. The later construction of 
the new Portage Bay Bridge would increase the effects. 

The combination of the work bridges, falsework, and the phased 
demolition and reconstruction of the Portage Bay Bridge over the course of 
approximately 64 to 72 months would result in substantial degradation of 
visual character and quality of the south part of Portage Bay. The work 
bridges would block water and ground level views near these structures. 
The viewers most affected by these changes would be commuters crossing 
the bridges, residents on houseboats and near the bridge ends, park users at 
Montlake Playfield, people at the NOAA facility, and boaters at the marinas 
(Queen City and Seattle yacht clubs). 

Heavy earthwork equipment would be required to excavate the bridge piers 
near Boyer and contour the terrain near Boyer Avenue East and Montlake 
Playfield for stormwater and landscaping. This equipment would be visible 
from nearby locations. Vegetation under the west end of the bridge on 
either side of Boyer Avenue East would be removed, but this area is 
currently an unmaintained landscape. 

Montlake Landscape Unit 

Preferred Alternative 

Construction of the Montlake interchange and lid and the new Montlake 
bascule bridge would degrade views for commuters on SR 520, all travelers 
on Montlake Boulevard, people at NOAA, and residents facing East 
Montlake Park and SR 520. Construction activities would clutter all views for 
varying durations, substantially reducing visual quality during these times 
because of the proximity of the activities to residences and local streets. 
Equipment and activities would be visible from homes along Montlake 
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6.5 Visual Quality 

Boulevard and Lake Washington Boulevard, the NOAA campus, portions of 
the University of Washington southeast campus, and other surface streets 
near SR 520. 

Similar to Option A, considerable earthwork would be undertaken for the 
Preferred Alternative in the Montlake landscape unit. Clearing and grading 
for the stormwater ponds at the Museum of History and Industry 
(MOHAI) site would bring earthwork equipment within sight of some 
residences in the Shelby-Hamlin area and of users of the Arboretum 
Waterfront Trail and Ship Canal Waterside Trail. The area south of East 
Hamlin Street known as the Canal Reserve would also be cleared of 
vegetation and structures for use in construction staging. 

Preparation for construction of the new bascule bridge across the Montlake 
Cut would require removal of a band of the mature, dense woods along the 
cut, which would diminish the quality of views, especially for boaters in the 
Montlake Cut. Preparation for and construction of the new bascule bridge 
would remove two single-family residences. 

Option A 

Construction of the Montlake interchange and lid and the new Montlake 
bascule bridge under Option A would result in effects similar to those 
described above for the Preferred Alternative. However, under Option A, 
the visual degradation at the NOAA campus would be more severe because 
several buildings would be removed and construction activities would be 
closer to observers on the campus. 

Similar to the Preferred Alternative, clearing and grading for the stormwater 
ponds at the MOHAI site would bring earthwork equipment within sight of 
some residences in the Shelby-Hamlin area and users of the Arboretum and 
Ship Canal Waterfront Trails. 

Two single-family homes would be removed in preparation for 
construction of the new bascule drawbridge across the Montlake Cut, 
similar to the Preferred Alternative. 

Widening Montlake Boulevard north of the Montlake Cut would remove a 
portion of the UW Open Space, including many specimen conifers that 
now act as an informal gateway to the UW campus and as the ground-level 
terminus of Rainier Vista. Removal of these conifers would be noticeable to 
both those familiar with the view and casual viewers. The loss of these trees 
could change the character of the lower part of the panoramic view. It is 
also possible that some of the construction activities would be visible from 
Drumheller Fountain on the UW campus, but neither the removal of the 
trees nor construction activities would interfere with or degrade views of 
Mount Rainier from the Rainier Vista. 
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6.5 Visual Quality 

Option K 

Construction activities in the Montlake landscape unit for Option K would 
be similar to Option A west of Montlake Boulevard, but much more 
intensive elsewhere because of the excavation needed to build the depressed 
single-point urban interchange (SPUI) and tunnel and to lower the NE 
Pacific Street/Montlake Boulevard NE. 

Changes to visual quality resulting from construction would be very 
noticeable at the NE Pacific Street/Montlake Boulevard NE intersection 
and in the East Montlake Park/MOHAI area.  

Excavation, soil hauling, and construction of formwork and a temporary 
detour bridge would have a very high level of effect on visual character and 
quality in the East Montlake Park area. However, trail closures or detours 
would result in fewer users seeing the construction activity. The greatest 
change to visual quality would result from excavation for and construction 
of the new SPUI and the tunnel entrances in East Montlake Park and in the 
south parking lot of Husky Stadium. Excavation of the tunnels under the 
Montlake Cut would not be visible, but the freezing operation and 
excavation machinery would be visible for 24 months or more. The depth 
of the SPUI would necessitate formwork for tall retaining walls around the 
interchange and columns to support the overhead main line.  

Excavation, earth-moving equipment, work and detour bridges, and false-
work for the tunnels and SPUI would be visible to people in the east 
Shelby-Hamlin neighborhood, on the Arboretum Waterfront Trail, along 
the Montlake Cut, and at the UW Waterfront Activities Center (WAC). A 
temporary detour bridge south of the existing west approach structure 
could clutter views from and of SR 520 because of its size and complexity. 
Whether this activity would be visible from Laurelhurst or Union Bay 
depends on the condition of the shoreline tree buffer. This high level of 
degradation of visual quality and character from demolition and 
construction could last for 66 to 70 months. 

Excavation for the tunnel would remove the grassy slope of East Montlake 
Park and could affect character-defining shoreline vegetation that acts as a 
visual buffer. The loss of tree buffers, the extreme change in landform, and 
the construction of ventilation towers for the tunnels and pump houses for 
stormwater would dramatically change the park-like character of this area. 

In the NE Pacific Street/Montlake Boulevard NE intersection area near 
Husky Stadium, excavation for the north entrance of the tunnel and the 
lowered intersection could remove established landscaping. This would 
include a portion of the vegetation and specimen trees in the UW Open 
Space south of the parking lot. 

KEY POINT 

Under Option K, the greatest effect on 
views would be from the extreme change in 
landform, and the construction of ventilation 
towers for the tunnels. A temporary detour 
bridge south of the existing west approach 
would add to the clutter. 
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6.5 Visual Quality 

Option L 

Construction activities in the Montlake landscape unit for Option L would 
be similar to those of Option K, except that Option L would have fewer 
effects on shoreline vegetation but would add large above-ground bridge 
structures. As with Option K, there would be no effects near the existing 
Montlake Bridge and the adjacent portion of the Montlake Cut; however, 
very high levels of change to visual character, quality, and views would 
occur at the east end of the Montlake Cut, the east Shelby-Hamlin 
neighborhood, the East Montlake Park area, and the NE Pacific Street/ 
Montlake Boulevard NE intersection.  

Excavation, soil hauling, and construction of formwork and temporary 
detour bridges would have a very high level of effect on visual character 
and quality in the east Montlake area. The greatest change to visual quality 
would result from excavation for and construction of the elevated Montlake 
SPUI, the depressed main line under the SPUI, and the new bascule bridge 
over the east end of the Montlake Cut with its approaches in East Montlake 
Park and the Husky Stadium parking lot. 

Construction activities and equipment would be visible to people in the east 
Shelby-Hamlin neighborhood, on the Arboretum Waterfront Trail, along 
the Montlake Cut, and in the UW WAC area. Whether this activity is visible 
from Laurelhurst or Union Bay depends on the condition of the shoreline 
tree buffer. Degradation of visual quality and character from mobilization, 
demolition, and construction activities could last for 60 to 66 months. 

Visual effects from lowering the NE Pacific Street/Montlake Boulevard 
NE intersection would be similar to those described under Option K. 

West Approach Landscape Unit 

Under the Preferred Alternative and all SDEIS options, the greatest 
temporary change to visual character and quality would result from 
demolition of the Lake Washington Boulevard ramps to and from the 
Arboretum and construction and presence of construction and detour 
bridges because of their size and complexity. Vegetation would be removed 
in 30- to 60-foot-wide swaths for the work bridges. Subsequent 
construction of the permanent new west approach bridges would 
compound the effects. The combination of the construction bridges, detour 
bridges, finger piers, and the existing and new bridges would result in 
substantial degradation of visual character and quality of the south part of 
Union Bay. The structures would block water- and ground-level views for 
viewers near the structures. The viewers most affected by this change would 
be commuters crossing the bridges, park users and boaters, and residents in 
north Madison Park. Views from the Broadmoor Golf Course would be 
screened most of the year by tall trees along the shoreline. 
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6.5 Visual Quality 

Preferred Alternative and Option A 

Effects of the Preferred Alternative and Option A would be the same as 
those described in the paragraph above. 

Option K 

Construction activities would be visible from most locations around the 
bay. Temporary changes to visual character and quality would be substantial 
for views from or near the west approach bridges and from Husky Stadium, 
where Foster Island and the Arboretum ramps are visible from seats in the 
northeast corner of the stadium. This is a signature view from the stadium, 
and construction activities would have substantial visual effects on those 
views. From north Union Bay, visual changes would be moderate or 
minimal. There would be minimal or barely noticeable effects on distant 
views (such as from Laurelhurst) or oblique views (such as from Lake 
Washington). 

Construction of the land bridge at Foster Island would probably not be 
visible from distant viewpoints, such as Laurelhurst, because of shoreline 
trees to be retained around the perimeter of the site. However, most of the 
trees and shrubs in the interior of north Foster Island would be cleared for 
placing fill soil to create the north connection of the land bridge to the 
tunnel. A swath of trees along the south side of the new tunnel would be 
removed to allow placement of fill soil to complete the south portion of the 
land bridge. 

This degree of clearing, grubbing, earthwork, and construction would result 
in a substantial change to visual character and quality. For safety purposes, 
the area would be closed to park users during construction. Therefore, even 
though pedestrians would not have access to this area during construction, 
commuters and particularly boaters and visitors to Husky Stadium would be 
aware of and sensitive to construction activities. 

Earthwork would also be required near McCurdy Park for the cofferdams 
needed to connect the depressed SPUI and the west approach bridge. This 
construction activity could have negative visual effects. 

Removal of mature poplars and other specimen trees to the east of Lake 
Washington Boulevard East for the new ramps and turn-around would 
remove the tree screen that now buffers the view of the roadway and its 
ramps from several Montlake homes and the boulevard. It would also 
change the visual character and quality of the historic, tree-lined boulevard. 
Construction of the multi-lane terraced roadway, without the benefit of a 
tree screen, would bring excavation, concrete, and pavement equipment 
into views from the parkway, the WSDOT peninsula, and the Arboretum 
shorelines.  
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6.5 Visual Quality 

Option L 

Construction activities for Option L would result in visual effects similar to 
Option K. Visual changes would result from the presence of west approach 
work bridges, removal of vegetation through the Arboretum, and 
demolition and removal of the existing Lake Washington ramps. 

Although effects described above for Option K’s depressed SPUI would 
not occur for Option L, equipment and formwork for the elevated SPUI 
would be visible from part of Marsh and Foster islands as well as from 
some locations south of SR 520. The viewers most affected would be 
commuters on the bridge, residents near the bridge ends, park users in the 
Arboretum, and boaters. 

Lake Washington Landscape Unit 

The greatest change to visual quality in the Lake Washington landscape unit 
would result from the presence of construction equipment, barges, and tall 
cranes, and from construction of work bridges because of their collective 
size and complexity. The combination of the large interim structures and 
the existing and new bridges would result in a substantial degradation of 
visual quality for viewers on or near the structures. 

The viewers most affected by this change would be commuters crossing the 
bridges, residents near the east approach in Medina, and boaters near the 
bridges. Construction equipment and activities would have minimal effect 
on the visual quality of views from Kirkland or Laurelhurst because of the 
distance.  

Construction of the bridge maintenance facility under the new SR 520 east 
approach would be less visible because most of the construction is set back 
from the shoreline. However, the excavation, embankments, and retaining 
walls would be visible to boaters in the vicinity. Construction of the dock 
would be visible from the shoreline and possibly from adjacent properties 
because the dock extends out over the water. 

Eastside Transition Area Landscape Unit 

The greatest temporary change to visual quality in the Eastside transition 
area landscape unit would result from the presence of construction 
equipment and structures for the floating bridge. Barges and boats serving 
as construction platforms would be part of the near-distance views toward 
the lake for many homes. Cofferdams and other structures would likely be 
visible only to boaters and residents standing on their docks. Construction 
activities would have a very high negative effect on the visual character and 
quality of views from shoreline and hillside homes in Medina, particularly 
for residents north of the current floating bridge and east approach. 
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6.5 Visual Quality 

How would the project minimize negative effects 
during construction? 

Standard BMPs such as construction screening, standardized work hours, 
and low-impact construction methods, materials, and tools would be used 
to reduce construction effects on surrounding neighborhoods. The final 
construction schedule for the project will determine when revegetation and 
landscaping of areas will occur. Section 5.5 provides more information on 
the revegetation and landscaping activities that will occur for the project. 
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6.6 Cultural Resources 

6.6 Cultural Resources 

Construction of the SR 520 project would occur over a period of years and 
would impact most historic properties in the area of potential effects (APE) 
at some level. The proximity of construction activities, the intensity and 
duration of construction in the area, and the impact on properties' 
characteristics would combine to result in an adverse effect under 
Section 106. 

The goal of Section 106 is to identify historic properties potentially affected 
by the undertaking, assess the effects of the undertaking, and seek ways to 
avoid, minimize, or mitigate any adverse effects on historic properties. In 
accordance with the Section 106 regulations, WSDOT engaged in a 
rigorous consultation process to analyze the potential effects on historic 
properties from project construction. Upon the effects determination, 
WSDOT and FHWA continued consultations with the Department of 
Archaeology and Historic Preservation (DAHP), Advisory Council on 
Historic Preservation (ACHP), affected tribes, and other consulting parties 
to identify ways to resolve the potential adverse effect. WSDOT and 
FHWA have committed to avoidance, minimization, and mitigation 
measures through development and signature of the Section 106 
Programmatic Agreement (See the Final Cultural Resources Assessment 
and Discipline Report in Attachment 7). WSDOT will further minimize 
construction impacts through the National Environmental Policy Act 
(NEPA) process. 

How would the project affect cultural resources 
during construction? 

Construction of the Preferred Alternative and all SDEIS options would 
impact a number of historic properties in the APE, and would result in an 
adverse effect. An adverse effect on historic properties occurs when an 
undertaking causes a change in the property’s characteristics that qualify it 
for inclusion in the National Register of Historic Places (NRHP). Examples 
of adverse effects, provided by 36 Code of Federal Regulations (CFR) 
800.5, include physical destruction of or damage to all or part of the historic 
property, change of character of the property’s use or of physical features 
within the property’s setting that contribute to its historic significance, and 
introduction of visual, atmospheric, or audible elements that diminish the 
integrity of the property’s significant historic features. 

Although some effects would be avoided and minimized throughout the 
construction period through implementation of a Community Construction 
Management Plan and use of construction best management practices, not 
all effects from construction would be avoided. The overall adverse effect 
will be mitigated in accordance with Section 106, in consultation with the 
ACHP, State Historic Preservation Officer (SHPO), affected tribes, and the 

KEY POINT 

Cultural Resources 

The Preferred Alternative and all options 
would affect adjacent historic properties 
during construction. These properties could 
experience negative effects from property 
acquisitions, construction-related haul traffic, 
construction noise, and visual effects. The 
Foster Island NRHP-eligible traditional 
cultural property (TCP) would also be 
affected by construction-related noise and 
activities, as well as restricted access. 
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6.6 Cultural Resources 

additional Section 106 consulting parties, as stipulated in the Programmatic 
Agreement (Attachment 9). 

Potential effects on historic properties from construction of the Preferred 
Alternative and Options A, K, and L are described in more detail in the 
following sections. Effects of adding the suboptions to Options A, K, and 
L are discussed under the geographic area in which the suboption would be 
located. The text is organized by property roughly from west to east. The 
effects from haul routes are discussed in subsections, as part of the affected 
geographic area. 

I-5 and Portage Bay Areas 

Individually Eligible Historic Properties in the Portage Bay/Roanoke Park 
Area (Outside of the Roanoke Park Historic District) 

Historic properties in the I-5 area of the APE have the potential to 
experience increased noise, fugitive dust, nighttime glare, and possible 
vibration from the construction activities associated with construction of 
the new HOV ramp and addition of the enhanced bicycle/pedestrian path 
over I-5. These same construction effects would affect historic properties 
during the removal of the 10th Avenue East and Delmar Drive East bridges 
over SR 520 and construction of the new 10th Avenue/Delmar Drive lid. 

The extent of these effects on each historic property would vary due to 
location and topography, but project construction would affect Fire 
Station #22, Denny-Fuhrman (Seward) School campus, Talder House, 
Sugamura House, East Miller Condominium, Wicklund-Jarr House, and 
Glover Homes Building. 

Under the Preferred Alternative and all SDEIS options, the Mason and 
Kelley houses and the Gunby and Boyd houses would be affected by 
increased noise, fugitive dust, nighttime glare, and possible vibration during 
demolition and reconstruction of the Portage Bay Bridge and erecting of 
the work bridges, including pile-driving for new piers. Fire Station #22, 
Denny-Fuhrman (Seward) School campus, Wicklund-Jarr House, Glover 
Homes Building, and Keuss Building may also experience these 
construction effects, although they are farther away from the Portage Bay 
construction activities and would experience the effects to a lesser degree.  

The work bridges, barges, and heavy equipment used to demolish and 
construct the Portage Bay Bridge would create new visual effects for 
historic properties in the area. Under the Preferred Alternative and all 
options, the properties on the west side of the bay would be especially 
affected by these visual intrusions. The Kelley House would be particularly 
affected because one of the work bridges is planned to be at the current 
location of the Portage Bayshore Condominium docks next door. Upon 
completion, the work bridges would be removed and the condominium 
docks would be replaced. 

SR 520, I-5 TO MEDINA: BRIDGE REPLACEMENT AND HOV PROJECT | FINAL EIS AND FINAL SECTION 4(F) AND 6(F) EVALUATIONS 6.6-2 



  

    

 
 

 

 
 

 

 
  

 

 

 
  

 
 

  
 

 
  

  

 

 

 
 
_____________________  

 
   

6.6 Cultural Resources 

Under the Preferred Alternative and all SDEIS options, some of the 
vegetative buffer between SR 520 and historic properties would be removed 
or decreased during construction. For construction of the new roadway and 
for the lids over the roadway, mature vegetation would be protected and 
retained to the extent reasonable and feasible. While some existing buffer 
might be reduced, adding the lid at 10th Avenue East and Delmar Drive 
East would provide for a new type of buffer from the roadway that would 
be more extensive than the existing vegetative buffer. 

The aforementioned construction impacts of increased noise, fugitive dust, 
nighttime glare, possible vibration, visual effects, and reduced vegetative 
buffer would temporarily diminish the integrity of the setting and feeling of 
the historic properties in the I-5 area, but the effects would not be 
permanent. The properties would maintain their integrity and the ability to 
convey their significance.  

Options A, K and L included a lid over I-5. Construction of the I-5 lid 
would also introduce increased noise, fugitive dust, nighttime glare, and 
possible vibration to historic properties in the APE, although the associated 
effects would be more severe than those for the enhanced 
bicycle/pedestrian path included as part of the Preferred Alternative. 

Roanoke Park Historic District (ID 37)1 

Construction of the Preferred Alternative and all SDEIS options would 
affect the Roanoke Park Historic District. The effects would be similar to 
those discussed above for the individually eligible historic properties in the 
area. Increased noise, fugitive dust, nighttime glare, and possible vibration 
are expected from construction of the enhanced bicycle/pedestrian path, 
HOV ramp, and 10th Avenue East and Delmar Drive East lid. 

Unlike Options A, K and L, the Preferred Alternative would not physically 
impact the historic district, its sidewalks, or other street features outside 
WSDOT right-of-way. Under the Preferred Alternative, the 10th Avenue 
East and Delmar Drive East lid is shifted to the south, and would have less 
impact on the historic district. The southward shift would leave room to 
reconfigure the 10th Avenue East and East Roanoke Street intersection 
without changing the district’s sidewalks. The construction activities 
associated with this reconfiguration would not physically impact the district 
as the other options would. Additionally, the proposed repaving of Harvard 
Avenue East included as part of Options A, K, and L has been eliminated 
in the Preferred Alternative, further decreasing construction effects on the 
historic district. 

1 The location of each property is shown by identification (ID) number on the exhibits in 
Sections 4.6 and 5.6. A list of properties by ID number is presented in Table 4.6-1. 
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6.6 Cultural Resources 

The activities related to construction of the new Portage Bay Bridge would 
introduce increased noise, fugitive dust, nighttime glare, and vibration to 
the historic district. The Roanoke Park Historic District would experience a 
change in setting and feeling during the construction period from the visual 
interruptions of the work bridges and associated construction activities. The 
visual interruptions would be most prominent for the contributing 
resources on the east side of the historic district. This effect is consistent 
under the Preferred Alternative and all options. 

The setting and feeling of the Roanoke Park Historic District and its 
contributing properties would be affected by construction activities, but 
none of the impacts would be permanent. 

Effects from Haul Routes in the I-5 Area 

Construction haul routes would expose a number of historic properties in 
the I-5 area, including the Roanoke Park Historic District, to temporary 
increases in truck traffic volume, with accompanying potential for increases 
in fugitive dust, vehicle emissions, and noise. Consequently, the setting and 
feeling of the historic properties along these haul routes would be 
intermittently affected by the passing trucks. 

The city streets identified as potential haul routes in the I-5 area include 
Boylston Avenue East, Harvard Avenue East, Boyer/Fuhrman Avenue 
East, East Roanoke Street, and Delmar Drive East. Actual truck traffic on 
each of these routes would vary, depending on adjacent construction 
activities, project areas served, and use as a primary or secondary route. 
Potential average and peak volumes would vary as well (see the Final 
Transportation Discipline Report, Attachment 7, for estimates of average 
and peak volumes along these haul routes). Local jurisdictions can limit the 
use of nonarterial streets for truck traffic; therefore, efforts were made to 
identify designated arterial streets for potential use as haul routes. Final haul 
routes will be identified by the contractor(s) in cooperation with local 
jurisdictions, and all necessary permits will be obtained as required by law.  

WSDOT will continue to work with the Section 106 consulting parties to 
avoid and minimize the impacts on historic properties from truck traffic on 
the potential haul routes. Because WSDOT has determined that haul routes 
would temporarily diminish the integrity of historic properties and could 
also create quality of life issues, which are addressed under NEPA, the 
Community Construction Management Plan (CCMP) outlines specific 
measures to minimize their effects. A draft CCMP is included in 
Attachment 9 and is also incorporated by reference in the Programmatic 
Agreement. 
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